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There will be general satisfaction, 
CHICAGO THE 


CONVENTION CITY Wé believe, in the decision of the 


location committee of the American 
Electric Railway Association to hold its next annual con- 
vention in Chicago, The association has met in Atlantic 
City for three years during the past four, and this has been 


thought by some, though erroneously, to indicate a settled 
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preference for the East for the annual convention. An 
effort was made by the executive committee a year ago, 
however, to hold the 1911 convention in the Central West, 
but Chicago was found to be the only city at that time 
which possessed adequate accommodations in the way of 
exhibit hall and hotel facilities, and the Coliseum had been 
rented during the entire autumn. This year the association 
has secured the lease for exhibit and convention purposes 
of the Dexter Pavilion, corner of Forty-third Street and 
Halsted Street. This building has been used for a number 
of large exhibitions recently and possesses all the qualifica- 
tions needed for an electric railway exhibition. In addi- 
tion there are excellent meeting halls available in the neigh- 
borhood, In other respects also Chicago will make an ideal 
location for the convention this year. Prominent among 
its advantages is the fact that the surface railways have 
been rehabilitated during the past three years at great ex- 
pense, and their new equipment will be most interesting to 
railway officials. Again, the hotel facilities in Chicago have 
been greatly enlarged during the past year or two, and 
there should be no difficulty in accommodating all of those 
who will be in attendance at the convention. Hence Eastern 
railway managers will welcome an opportunity of visiting 
Chicago next October. In spite of the distance it is really 
about as accessible from the Atlantic seaboard as Atlantic 
City, as it involves practically only a night’s ride from any 
of the larger cities. Of course, it is close to all of the cities 
in the Central States, and there should be a large delega- 
tion from the Pacific Coast, to whom a trip only part way 
across the continent seems easier than to travel the entire 
distance. Altogether there should be a large attendance in 
Chicago by next October. 


he Ment Relay 1 
SYSTEMATIZING From some points of view it would 


CAR CLEANING seem that car cleaning is one of the 


last classes of work capable of sys- 
tematic analysis, but experience shows that this kind of 
service can in a measure at least become standardized, so 
that a minimum accomplishment can be attained in a given 
That sis: 
efficient service can be secured and the work handled more 


time and with a fixed number of men. more 


specifically than in former days. The procedure is much 
the same as in laying out a schedule of piece work in the 
shop, and if desired there is nothing to prevent putting car 
Whether the work 
is done by piece or by the hour, however, the pressure of 


cleaning on a sound piece-work basis. 


the times demands the determination of the quantity of 
work which may properly be expected from a man in a 
given time when his pace is not forced beyond the steady 
productive rate which accomplishes the largest amount of 
work in a day consistent with the reasonable fatigue of 
diligent toil. The accuracy with which a schedule of car 


cleaning may be prepared is indicated by the following 


208 


figures showing the scheduled and actual times taken in a 
seventeen days’ test: Platforms and. steps, schedule Io 
minutes per car, actual 11 minutes; headlights, 10 minutes 
and 8 minutes per car; dasher, 15 minutes and 16 minutes 
per car; interior, 1 hour and 48 minutes; curtains, 15 
minutes and 15 minutes. These figures were taken prac- 
tically at random from an extended schedule applied to the 
service in a single station and furnished the text for a 
thorough discussion of the possibilities at a subsequent 
meeting of carhouse foremen. It is obvious that allowances 
must be made for the type and size of car, weather condi- 
tions, carhouse cleaning equipment and car service in study- 
ing this question, but so far as the matter of tests indicates, 
it is apparent that a good deal can be done in local cases to 
put the work upon a tolerably scientific basis. 


A vulnerable point in the electric 
railway situation which should re- 
ceive attention in the analysis of 
causes of unsatisfactory conditions is the limited franchise. 
The acceptance of a franchise limited as to time means the 
acceptance of a chance regarding the position of the com- 
pany at the end of the grant. Neither the company nor 
the public ought to be in doubt concerning the true meaning 
of a limited franchise. If it is to be held that the company 
has no permanent rights to operate beyond the end of a 
definite term named in the ordinance, then both the com- 
pany and the public should frame future contracts with 
If the company is to 


WHERE LIMITED 
FRANCHISES LEAD 


full recognition of the fact in mind. 
be stripped of the right to operate when the last day of the 
franchise term is reached, it should be allowed to charge 
rates high enough to pay a fair interest return on the in- 
vestment and to return to its stockholders and bondholders 
the investment which their securities represent. If the 
company is not to forfeit all of its rights in the streets at 
the end of the franchise period and there is to be a new 
agreement on equitable terms, some measures so to protect 
the company should be included in the contract. Other- 
wise the company should charge a rate of fare high enough 
to amortize the capital investment. If the volume of the 
traffic was independent of the rate of fare, a company could 
afford to accept a very short-term franchise and at the end 
of the franchise to abandon its tracks or sell them at scrap 
value to the city. It would simply be a matter of arithmetic 
to determine how high a fare should be charged during this 
But this is 
a condition which does not exist. The volume of traffic will 
always be affected to some extent by the rate of fare, 
although the inverse ratio between the two would not be 
constant or the same in every city, When the fare is higher 
than a certain critical amount, depending upon local condi- 


limited term so as to amortize the investment. 


tions, so many people would walk or use other conveyances 
that the net receipts of the railway company would de- 
crease. Hence, there is at least theoretically a maximum 
fare which can be charged and consequently there is a 
minimum limit to the length of franchise which can be 
accepted. It is not the purpose here to consider this rela- 
tion, but simply to point out two things. One is that a 
short term of franchise is incompatible with low fares, and 
the other is that no company should accept a limited fran- 
chise which will terminate before the net earnings of the 
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company are sufficient to pay a reasonable return on the 
capital and also to retire that portion of the investment 
which cannot be turned into cash at the end of the franchise 


Leia: 


THE REDISTRIBUTION OF URBAN TRAFFIC 


The completion of new rapid transit routes in cities of 
the larger size generally effects changes in the distribution 
of traffic which are not only far-reaching in their influence 
upon the community but are often unforeseen by the public. 
There must always be an element of uncertainty in the 
results of establishing a service untried by the public, but 
in most cases the experienced manager realizes far better 
than his patrons imagine what is likely to follow the in- 
auguration of additional or modified lines of traftic. 

Boston affords an interesting example of traffic changes 
of this kind. The completion of the Washington Street 
tunnel meant the withdrawal of electric train service from 
the parallel Tremont Street subway and the restoration of 
single-car operation in the latter tube, after it had been 
used for almost a decade as the chief downtown collecting 
and distributing agency of the rapid transit system. The 
transfer of the radial suburban train service between the 
outlying terminals at Sullivan Square and Dudley Street 
and the business center was a move in the direction of 
improved service and operating economy, and was wel- 
comed by substantially all the patrons of the company, 
Merchants doing business near the Tremont Street subway 
stations, and particularly in the Scollay Square district, 
protested against the removal of the trains and endeavored 
without success to have them restored by legislative action. 
Others protested against the cessation of elevated train 
service by the former short route between the Park Street 
subway station and the South Station, although under the 
new arrangement a walk of only a block was required to. 
reach a frequent and fairly rapid surface car service to 
and from the latter point. 

The company has met these conditions by establishing 
new transfer points in certain nearer suburban municipali- 
ties and by providing for the operation of additional cars 
through the district in which the principal complaints arose. 
Other routes were extended on the surface through the 
area in which business had decreased as a result of the 
withdrawal of the elevated trains from the underground 
line. By these changes traffic conditions on the north and 
south were relieved to a considerable degree, and demands 
for the restoration of the train service have ceased. The. 
South Station problem was at least temporarily solved by 
the institution of a free transfer point between the old 
subway lines and the surface system at Boylston and Tre- 
mont Streets, and by the maintenance of a frequent service 
to and from the Atlantic Avenue district and the old sub- 
way station at Boylston Street. 

These methods of treating the problem of redistributed 
traffic illustrate the flexibility of electric car service when: 
operated by a single company. It is probably true that in 
soston the fitting together of surface and subway trans- 
portation has been carried farther than in almost any other 
city of the world, but this fact in no wise diminishes the 
value of traffic analyses and changes in routes of surface 


lines as a means of equalizing conditions. The possibilities, 
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of the establishment of a new surface route are not always 
appreciated, either in relation to traffic formerly existing 


or as a means of more successfully competing with rival 


transportation agencies. A short-cut surface line with a 


frequent car service will sometimes enable a company to 
capture a considerable patronage formerly enjoyed by a 
competing steam line, and will show, as well, marked econ- 


omies of operation. The cost of establishing such a route 


is ordinarily small if existing trackage and feeders can in 


large part be used. This fact is a great encouragement to 


the adjustment of the service to meet conditions of adverse 
character. 


THE UTILIZATION OF LOW HYDRAULIC HEADS 


The plant at Marseilles, Ill., described in another column, 
is one particularly well worth study on account of the 
unusual hydraulic requirements that had to be met in plan- 
ning it. The early development of electric power trans- 
mission in this country was largely on the Pacific coast, in 
a region where the mountain streams plunge down to the 
plains with great suddenness and the common hydraulic 
heads are reckoned in hundreds of feet. This was followed 
by an extension of the hydroelectric work in the East along 
the rivers having their rise in the Appalachian chain where 
heads, while very low compared with Pacific coast practice, 
were still ordinarily 25 ft. to 50 ft. The great basin of the 
Mississippi River presents radically different conditions. 
Enormous volumes of water are often available, but usually 
the possible fall is small. The 11 ft. of effective head 
found in the Marseilles plant is perhaps a good average for 
the hydraulic resources of the Middle West, yet no part of 
the country is more active in manufacturing and nowhere 
would cheap hydraulic power be more welcome. 

The Marseilles plant utilizes water from the [Illinois 
River, which was first dammed at that point some forty 
years since. Power is still supplied to local industries from 
the fall thus made available and also to the plant here 
described. The great difficulties in utilizing so low a head 
for hydroelectric work are the very low speed of the wheels, 
if the individual wheels are to be of any considerable 
power, and also the regulation, which becomes increasingly 
difficult as the head falls. There is also very frequently 
extreme trouble from drowning out the wheels during the 
times of flood, and often extraordinary means have to be 
taken to secure anything like uniform speed of the wheels 
on account of the variable head. In this particular in- 
stance the trouble from variable head is less than would 
be found in many comparable plants. With only 11 ft. head 
available, large horizontal turbines are practically out of the 
question, and one is driven to vertical shaft construction. 
It has been not unusual in such cases to install several 
turbines with vertical shafts connected with beveled gears 
to a common driving shaft by which, either directly or 
indirectly, the generator is driven. In this way it becomes 
possible to combine several fairly high-speed wheels on a 
single generator which can then be of normal construction 
and speed. The objection to this plan is the loss of 
_ efficiency in the gearing and a rather excessive amount of 
space taken. Such construction calls for unusually costly 
mechanical equipment and a loss of energy in the gears 
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greater than would ordinarily be found in change of design 
in the dynamo to adapt it to lower speed. However, a 
number of American plants, some of considerable size, 
have been worked out on the old bevel-gear plan which was 
familiar to the hydraulic engineers of half a century ago. 

Foreign practice has gradually drifted away from this 
construction for hydroelectric work toward the use of 
special very low-speed generators, direct-connected to the 
waterwheel on the vertical shaft. C. E. L. Brown, in the 
early days of electric transmission, built several equipments 
of this character, one of them, if we remember correctly, 
having a speed as low as 20 r.p.m. The cost of generators, 
of course, is largely increased by such special construction, 
but it tends to simplification of the plant and considerably 
lessened repairs. In the Marseilles power house this later 
plan of operation has been adopted with admirable results, 
so far as the newer part of the installation is concerned. 
An old hydraulic equipment inherited from an earlier com- 
pany did not lend itself readily to this arrangement and was 
installed in the new power house along the old lines, three 
62-in. turbines being geared to a common horizontal shaft 
driving a single generator, in such groups as fully to utilize 
the old equipment. The new units are of 320 kva each. 
The generators are of a typical umbrella type, each directly 
driven from a 74-in. vertical shaft turbine at 75 r.p.m. 

One specially interesting feature of the equipment is the 
means taken to support the weight of the revolving parts, 
necessarily considerable, since in addition to the runner of 
the turbine the rotor of the generator is some Io ft. in 
diameter. The low head and considerable weight were 
unfavorable to the use of the ordinary water-step support, 
so in this case the entire weight of the revolving parts is 
taken on a carefully designed roller bearing, oil-lubricated, 
at the top of the umbrella. In other words, the rotor and 
the runner are hung from a thrust bearing at the very top 
of the unit, where they can be inspected with the greatest 
readiness. The arrangement is such that the rotor and, if 
necessary, the runner can be very conveniently lifted out 
by the traveling crane so that the whole equipment is easily 
exposed for repairs. Each individual turbine is controlled 
by a quick-acting governor, operated by pressure oil and 
controlled by a push-button switch on the main board, so 
that the speed of the machines can be very easily adjusted 
for the purpose of synchronizing. The installation of these 
geierator sets greatly simplified the hydraulic arrange- 
ments of the plant, and it is safe to say that the new section 
built in this way will show less repairs and be much more 
easily handled and overhauled than the old section. 

Standard generators are, of course, cheaper than special 
ones, yet in cases like this wise specialization leads to con- 
siderably better results than can be attained by an attempt 
to make apparatus built to. meet average requirements fit 
unusual conditions. Umbrella-type generators are by no 
means confined in their usefulness to low-head plants, as 
witness their use at Niagara, but in this particular instance 
they were beautifully suited to the conditions which had to 
be met. It is an occasional plant of this kind that gives us 
hope of real progress in engineering, in spite of the com- 
mon tendency to utilize something that may answer the 
purpose merely because somebody has classified it as 


standard. 
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New Hydroelectric Station of the N orthern Illinois 
Light & Traction Company at Marseilles, Hl. 


An Extremely 


Low-Head Water-Power Development on the Illinois River Which Feeds Transmission Lines for a 


125-Mile Interurban Railway and Serves Six Small Electrie Light and Power Systems 


The McKinley properties in Northern Hlinois, which in- 
clude the Northern Illinois Light & Traction Company, the 
Chicago, Ottawa & Peoria Railway, the Consolidated Water 
& Light Company, of Marseilles, and the Citizens’ Lighting 
Company, of La Salle, are now receiving energy from a 
new hydroelectric station at Marseilles, Ill., located 35 miles 
southwest of Joliet on the Illinois River, The station was 
first put in service in October, rg11. At that time, how- 
ever, the equipment had not all been installed and the sta- 
tion was used only to assist the combination hydroelectric 
and steam plant of the Northern Illinois Light & Traction 
Company at Ottawa and the steam station at La Salle, which 
was feeding the Chicago, Ottawa & Peoria Railway's 125- 
mile interurban line, described in the ELecrric RAILWAY 
Journat for Dec. 30, 1911, page 1306. The new station 
will be operated in parallel with these two stations. The 
former will be operated as a swing station which will 
assume the peak loads, and the latter will be cut in on the 
line only in case of a complete shutdown. 

It is of historical interest to note that the Marseilles 
Land & Water Company, a corporation now headed by 
W. D. Boyce, of Chicago, first constructed a dam across 
the Illinois River at Marseilles and sold water rights more 
than forty years ago. This has since been replaced by a 
concrete ogee dam and now supplies water for the operation 
of several large manufacturing plants located in Marseilles. 
Under normal conditions there is an excess of water, and 
the right to use this surplus, along with a number of long- 
term water-right leases, was acquired about two years ago 
by the McKinley interests. At this time these interests 
also purchased a small lighting company known as the 
Consolidated Water & Light Company, of Marseilles, and a 
short railway known as the Manufacturers’ Terminal Rail- 
way. The purchase of these two latter properties fur- 
nished sufficient land half a mile below the dam at the lower 
end of the water supply channel on which to build the new 


with the surplus water. The head gates to the north chan- 
nel, which furnish the water supply for the new plant, are 
located approximately 2400 ft. away, and the water flows 
through a channel averaging 80 ft. in width and 17.5 ft. 
deep. 


STATION CONSTRUCTION FEATURES 
The new power station building, which conforms in de- 
sign to the Illinois Traction System standard substations, is 


Marseilles Power Station—General Plan of Property 


229 ft. long by 4o ft. wide and has a transformer annex 
38 ft. 8 in. by 77 ft. 2 in. in plan. The clear head room is 
26 ft. in both sections of the station. A water supply pump- 
ing station and heating plant annex, 18 ft. by 53 ft. in plan, 
is located at the east end of the main building. 

The building materials included  reinforced-concrete 
flumes, foundations and floors, a rock-faced, dark cherry- 


Marseilles Power Station—View from Head Race 


power plant. The relative locations of the plant, the north 
channel and the dam are shown in the accompanying map. 
The water for the manufacturing industries js supplied 
through three separate channels; these have been cross- 
connected by overflows placed at such elevations as not to 
reduce the actual water requirements of the existing in- 
dustries and yet to supply the new hydroelectric station 


red paver wall base, and buff-colored face brick laid in 
mortar colored dark red. The cornice, which has a 3-ft. 
overhang, is of built-up wood construction, bolted to the 
steel trusses and purlins, which support a roof covering of 
dark red French “A” tile with ornamental finials and termi- 
nals laid on 2-in. matched sheathing which was first covered 
With a two-ply tarred felt. The exposed woodwork is 
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painted in the standard colors, buff and olive green, and the 
inside finish consists of plain white | 
walls with a dark green base and black exposed ironwork. 
lhe choice of materials gives the completed structure 
very handsome appearance. 


yainted ceiling and 


a 


lhe station is provided with ample track facilities for 


handling equipment. A spur from the Terminal Railway 
extends into the west wing of the building and under a 
Case electric crane which 


laS runways extending the full 
length of the main building, 


The crane is of 20-ton capac- 
ity and has an auxiliary hoist which is used to operate the 
emergency steel gates employed to shut off the water supply 


to the individual turbine flumes. It was installed as soon 


as the steel work Wiis completed, and the engineers state 
that the crane probably paid for itself by reduced cost of 
handling all the statgyn equipment during the construction 
installation. 
WATER 


TURBINE AND FLI 


The engineers determined, 


ME CONSTRUCTION 


after they had made careful 
tests of the surplus water supply during an extreme low- 
water period in June, 1910, that the minimum power to be 
obtained would be 4500 hp with an 11-ft. head. 
installation to develop this mi 


of six new 74-in. 


/ 


Che turbine 
minimum horse-power consists 
Samson Special water turbines operating 


at 75 r.p.m., 62-in. Samson turbines which were for- 
merly in the plant of the Consolidated Water & Light 
Company, and two 4o0-in. Samson Special turbines. As 


mentioned previously, each turbine 


has an individual flume 
by built-up steel 
and 
the electric crane. 


controlled during an emergency by large 
gates which are kept on the station floor level are 
lowered through openings in the floor by 


4 Lit Uile 


These floor openings are covered with 


reinforced-concrete 
are provided with 
two rings countersunk to the level of the floor. 

to the flumes for an extended period, 


wooden stoplogs may be inserted in sli 


slabs built in frames an 
i In case it 


is necessary close 


es provided on the 
Slots 


1e gates and the steel gates removed. 
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They are built in sections 2454 in. x 16 ft. No part of the 
steel work extends the water level, and thus the 
tendency to form anchor ice during periods of low tempera- 
ture is reduced. 


above 


lhe racks and their supporting structure 
are designed so they will withstand the entire head of 
Water im case an ice gor: 


ge should form, and the steel work 
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Bleotrle Ry. Journat 
Station—General Plan Showing Forebay 
Position of Power Station 


Marseilles Power 
and 


which supports the racks also serves as a portion of the 
bridge which carries the Manufacturers’ Terminal Railway 
track over the forebay. An illustration of the rack-support- 
ing structure and bridge is shown. The sheer boom, which 
presents a novel feature in its installation in that it is 
anchored to ten uniformly spaced reinforced-concrete piles 


Marseilles Power Station—Interior Showing Frequency Changes and Umbrella Type of Generator 


also are provided on the outlet side of the discharge flumes 

so that they may be cut off from high water in the river, 

ae i 7 re sy “hy 4 » arre | ; 

thus making the lower parts of the water turpine accessible 
at all times for repair. 

TRASH RACKS AND SHEER BOOM 
The trash-rack bars and separators were designed espe- 
cially for this station and are shown in the illustrations. 


carried up from the bottom of the forebay, is so located that 
it deflects practically all the floating trash to the spillway 
at the extreme west end of the station building. 
ENERGY DEVELOPMEN 
Each 74-in. turbine is direct-connected toa 320-kva West- 
inghouse generator located on the building floor level and 
supported by heavily reinforced concrete beams between 
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the flume walls, as shown in the transverse section of the 
station, Four of the generators supply 25-cycle, 2300-volt 
a.c., stepped up to 33,000 volts, for the Chicago, Ottawa & 
Peoria Railway, and two furnish 60-cycle, 2300-volt a.c., 
stepped up to 33,000 volts, to a transmission line serving 
six small lighting and power companies. An additional 


f Lower Bearing 
Bracket 


Bed Plate 


Marseilles Power Station—Umbrella Type of Generator 


flume has been provided for a seventh turbine and generator 
which will be installed when the power consumption de- 
marids it. Direct-connected water turbines were recom- 
mended for the new part of the installation, even at a 
higher first cost than for gear-connected units. The higher 
efficiency of the direct-connected units and the fact that the 
equipment could be continuously loaded to approximately 
100 per cent of its rating warranted their installation. 

The six old 62-in. Samson turbines are divided into 
groups of three machines and each group is gear-connected 
to a horizontal shaft generator. One generator is a new 
500-kva, 25-cycle, 2300-volt a.c. Westinghouse unit oper- 
ated at 225 r.p.m.; the other generator is an old 450-kw, 
60-cycle, 2300-volt a.c. General Electric unit operated at 
200 r.p.m., which was taken from the old plant of the 
Consolidated company. 

Each water turbine is individually controlled by a Lom- 
bard one-second-movement hydraulic governor. Interest- 
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Marseilles Power Station—Generator Showing Method of 
Support 


ing features in the governor installation are that each ° 


generator is not only provided with a governor, but with 
separate oil tanks and pumps which maintain the oil supply 
at 200 Ib. pressure, and that the governors are’ controlled 
through push-button switches located on the main switch- 
board, thus enabling the operator to adjust the speed of the 
generators when synchronizing. 
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FREQUENCY CHANGER AND EXCITATION 

Owing to the decrease in the demand for 60-cycle cur- 
rent during the day and the increased demand for 25-cycle 
current for interurban service, a 750-kva, 60-25-cycle fre- 
quency changer set, operating at 300 r.p.m., was included in 
the station equipment. This is of sufficient size to allow 
the entire generating capacity of the plant to be utilized 
for either the 60-cycle or 25-cycle load. 

A point of special interest in the design and installation 
of the frequency changer is the amount of floor space re- 
quired. It occupies 105 sq. ft., a minimum for this type of 
machine, and the reduction in the required floor area was 
obtained by making the set two-bearing, with the generator 
and motor located a minimum distance apart. The end 
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Marseilles Power Station—Section Through Main Building 


bells are inclosed on the adjacent sides of the two ma- 
chines, thus assuring effective ventilation. The set is also 
self-starting in that it is brought up to speed by operating 
the motor as an induction motor, making synchronizing 
devices unnecessary. 

The excitation is obtained from two 90-kw Westinghouse 
exciters, direct-connected to the two 4o-in. water turbines 
operating at 100 r.p.m., and one Westinghouse motor-gen- 
erator exciter of 100-kw capacity. The latter was provided 
in case of any serious interruptions from ice gorges in 
the river below the station. It may be operated in case of 
a complete shutdown by current supplied from an outside 
source to furnish excitation to the frequency changer for 
interurban service. ; 

SPECIAL FEATURES IN GENERATOR CONSTRUCTION 

Decidedly the most interesting feature of the entire in- 
stallation has been worked out by using the new umbrella- 
type Westinghouse generators. The use of this new type 
of unit, the first cost of which is somewhat in excess of 
the ordinary form, enabled the engineers greatly to reduce 
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the labor cost of installation and at the same time provide 
ample means for keeping down the operating charges, An 
important point in the design of this new umbrella-type 


unit is the extremely low speed required for operation 


75 t.p.m. This speed is obtained with what would appear 


to be a minimum diameter of rotor, 
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a CONVERTING AND AUXILIARY APPARATUS 

Mhe transformer annex contains a twenty-two-panel 2-in. 

bids Vermont marble switchboard, six 250-kw transformers 

and six 400-kw transformers, all of the Westinghouse 

water-cooled, oil-insulating type. They are mounted on 
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Marseilles Power Statio 


All of the rotating parts in both the generator and water 
turbine below are supported on a roller thrust bearing at 
the top of the machine. This permits of easy inspection or 
access for necessary repairs. Another point of-interest is 
that not only the upper spider and rotor may be removed 
by the electric crane, but the generator and foundations are 
designed so that the turbine shaft and runner may be lifted 
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n—Floor Plan of Station 


be readily handled by way of a narrow-gage track and turn- 
table to a position under the electric crane. The water for 
cooling purposes is supplied from the headrace by a triplex 
motor-driven pump. lor emergency purposes the trans- 
formers have been connected to the city water supply so 
that in case the pump should fail an automatic valve on the 
city connection will operate. The electrolytic lightning 


Marseilles Power Station—Gear-Connected 500-kw Unit 


out of the flume through the opening made after the re- 
moval of the rotor and lower spider. | 
The method of oiling the generator bearing is also in 
teresting. An oil pump, gear-connected to the main driving 
shaft at the base of the generator, has been installed. This 
forces the oil to the thrust bearing at the top of the gen- 
erator, and it returns to the oil-supply tank by gravity. 


arresters, the generator rheostats and two oil circuit break- 
ers of the remote-control, hand-operated type are located 
on a gallery over the switchboard. This equipment was also 
furnished by the Westinghouse company, 
WIRING TUNNELS AND CONNECTIONS 
A continuous wiring tunnel, built with reinforced-con- 
crete walls and a steel-plate floor, runs under the six 
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umbrella-type generators. This not only gives free access 
to the varnish and cambric lead-covered cables and connec- 
tions by means of grates located between the generators 


STaccess, EOeLNE € al fart {2 = 
but also furnishes acc to the lower bearings of the gen 
is below the 
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delivering 2870 kw. The addition of a 
the installation of which will be delayed 
until the total demand requires it, will increase the rated 
capacity to 3190 kw. The generators, however, were all 
designed to allow for a 25 per cent overload, which will 
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Marseilles Power Station—Switchboard Diagram 


extreme high-water level so that waterproofing was neces- 
sary on the concrete, and stuffing boxes had to be provided 
for the turbine shafts where they pass through the tunnel 
floor. 

The cables are carried from this tunnel through the flume 
walls in 3-in. bituminized fiber conduit to a similar tunnel 
located along the rear of the switchboard, which is covered 
with wooden grating, and from this point the high-tension 
wires are carried overhead on pipe racks. 

There are four outgoing, three-phase transmission lines 
supported on two reinforced-concrete pole lines, one of 
which extends about 20 miles east and west from the plant 
and is built along the Illinois-Michigan canal bank. The 
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Marseilles Power Station—Section Through Transformer 
Annex 


other connects with the pole line of the Chic: ago, Ottawa & 
Peoria Railway. 
PRESENT OUTPUT AND STATION CAPACITY 
Since October the total load has been increased as fast 
as the installation of the equipment would allow, and the 


Evectric Ry. Journal 
increase the capacity to 3990 kw. This exceeds the mini- 
mum available horse-power. In view of the fact that the 
water supply from the river is continually on the increase 


and that minimum power will be obtained only two months 


out of the year, the engineers took advantage of the situa- 
tion by increasing the station capacity. The increased 


‘anal, for 
Under a 
may be 


water supply is due to the Chicago Drainage ( 
Illinois River 
through 


furnishes an outlet. 
the drainage 


which the 


federal act the flow canal 


Marseilles Power Station—Switchboard and Transformer 
Annex 


increased up to a certain limit which will not be reached 
for some time to come, 
HEATING AND LIGHTING 
The heating plant, which is supplied with steam from the 


city we ater-supply pumping station, is of the low-pressure 
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direct-radiation type, with all the feed mains located above 
the floor level. Each radiator is provided with a Crane 
tilting trap. 
_ One-hundred-watt tungsten lamps furnish the illumina- 
tion for the station and are so connected that current may 
be furnished from the exciters or from the generators. The 
lamps are supported on ornamental iron brackets located 
with a view to getting the best possible iilumination. 
CONCLUSION 

The water-supply pumping plant for the city, which has 
been made a part of this hydroelectric station, was acquired 
under the terms of the transfer of the Consolidated com- 
pany of Marseilles. While this adds, to a certain extent, 
to the total income of the station, the profits are small, 


Marseilles Power Station—Method of Supporting Building 
Over Flume-Ways 


owing to the fact that it is delivering only 950 gal. per 
minute through three direct-connected motor-driven pumps. 

The Marseilles plant was designed by C. W. Humphrey, 
consulting engineer, Chicago, under the direction of H. E. 
Chubbuck, vice-president executive of the Illinois Traction 
System and the Western Railways & Light Company. The 
excavation, masonry and building construction work was 
handled by the L. E. Meyers Construction Company, Chi- 
cago. All the equipment was purchased and installed by 
the company under the supervision of Mr. Humphrey. 


ORGANIZATION OF ILLINOIS ELECTRIC RAILWAYS 
TRAFFIC ASSOCIATION 


Following a decision reached at the meeting of the 
Illinois Electric Railway Association on Jan. 9, a meeting 
of the traffic committee of that association was held at 
Springfield, Ill., Feb. 10. The purpose of the meeting, to 
which all of the traffic agents of the member companies of 
the Illinois Electric Railway Association were invited, was 
to discuss and draw up a contract to govern the use of 
interchangeable coupon tickets, as recommended by the 
report of the traffic committee at the January meeting. A 
majority of the member companies were represented, and 
various clauses in the proposed contract were considered. 
It will be submitted in its final draft for approval to the 
association at the March meeting. 

In addition to discussing this contract the traffic men 
organized the Illinois Electric Railways Traffic Associa- 
tion. This association is to be auxiliary to the Illinois 
Electric Railways Association. A temporary organization 
was effected by the election of C. C. Shockley, of the Rock- 
ford & Interurban Railway Company, as chairman; Robert 
Barnett, of the Chicago & Southern Traction Company, 
as vice-president, and G. W. Quackenbush, of the Illinois 
Traction System, as secretary and treasurer. 

A committee on by-laws was appointed by the chairman. 
It consisted of G. W. Quackenbush, A. W. Jordan and R. 
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Breckinridge. This committee was instructed to report on 
by-laws at the next meeting of the traffic association, when 
the permanent organization will be effected. 

A committee was also appointed for the purpose of secur- 
ing data on the cost of a state map of the electric railways. 
This committee will make a report at the next meeting of 
the parent association. The committee consists of Ns. NN. 
Jordan, R. Breckinridge and C. E. Patten. The meeting 
adjourned subject to call of the chairman. ¥ 


INTERSTATE COMMERCE COMMISSION SYSTEM OF 
ACCOUNTS 


_ The annual report of the Interstate Commerce Commis- 
sion for the year ended June 30, 1911, which was men- 
tioned briefly in the issue of the ELecrric Rattway Jour- 
NAL for Dec. 23, 1911, says that with the work of that year 
the uniform systems of accounts for steam railways and 
express companies are practically completed. There re- 
mains, however, much work to be done to complete the sys- 
tems of accounts for electric railways, sleeping car com- 
panies, pipe lines and water-line carriers. For electric rail- 
ways classifications of accounts for road and equipment 
expenditures and for operating revenues and operating ex- 
penses have been prescribed, leaving for future considera- 
tion the matter of a form of general balance sheet statement 
and a form of income and profit and loss account statement. 
The report adds: 

“In view of the circumstances attending the development 
and operation of the electric railways of the United States 
and the character of their traffic, it has been recognized that 
under present conditions a very large proportion of such 
railways should not be considered as engaging in interstate 
commerce, although, as noted in the last report, the tendency 
on the part of many to engage in the interstate transporta- 
tion both of passengers and of freight and express matter 
has continued, and there are examples of the development 
of extensive traffic on numerous electric lines which seem 
to be ready to enter the field once solely occupied by the 
steam roads. 

“The work of the division of statistics relating to the 
electric railways has been of a rather preliminary nature, 
looking in part toward the establishment of a full and satis- 
factory list of the companies that are clearly engaged in 
interstate commerce and subject to the jurisdiction of the 
commission. The year ended June 30, 1911, was the fourth 
year for which detailed annual reports were required from 
electric railway companies, and it should be noted that the 
relative number of companies reporting has increased with 
each successive year. Because of the fact that the number 
of companies reporting is only a small fraction of the entire 
number in the United States, and their financial importance 
is even less in proportion, it has not been judged advisable 
to compile from their reports any figures for publication, 
although such reports are tested and analyzed in order to 
determine their reliability. 

“Tt seems worthy of mention that nearly all the state 
commissions that have jurisdiction over electric railways 
have made use of forms for report substantially the same 
as those used by the Interstate Commerce Commission, thus 
contributing in large measure to a uniformity in require- 
ments desirable for many reasons, among them the com- 
parison of returns made to the various commissions.” 


It is reported that the committee charged with the work 
of studying the advisability of electrifying the Chilian 
State Railways from Valparaiso to Santiago, including 
the branch of Los Andes, covering a distance of about 150 
miles, has made a favorable report. It has estimated the 
cost, if carried out by the government, at £2,177,692, while 
it is said that an American company has offered to do the 
work for £1,084,880. 
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Increases in Rates of Milwaukee-Northern 
Railway 


Two Advances in Rates of Fare Have Been Made by 


This Company Since Operation Was Begun in 1907—Changes 


Are Due to Higher Costs and Result in Financial Improvement 


Operation of the Milwaukee Northern Railway was be- 
gun on Oct. 28, 1907, and since that date two increases 1n 
passenger rates have been made necessary by the higher 
expenses of operation and taxes. This railway extends 
from Fifth and Wells Streets, Milwaukee, in a northerly 
direction to Sheboygan, passing through several communt- 
ties, the principal of which are Cedarburg and Port Wash- 


ington. The line of the company, as projected, originally . 


included a road to extend in a northwesterly direction 
from Cedarburg to Fond du Lac. This section, however, 
has never been built, and, as franchises at intermediate 
points have been abandoned, there is no immediate prospect 
that this part of the project will be developed. The line 
of the company is largely single track, but double track 
exists for most of the distance between Milwaukee and 
Cedarburg. The construction of additional double track 
between those points is planned. 

Competition with steam roads exists between some of 
the places reached. The Chicago, Milwaukee & St. Paul 
Railway operates a line which connects Cedarburg with 
Milwaukee, but has only two passenger trains a day in 
each direction. The Chicago & Northwestern Railway 
operates a line which connects Sheboygan and Port Wash- 
ington with Milwaukee. 

The first increase in rates, effective on Dec. 24, 1909, was 
established because of a large increase in taxes. The 
changes in rates are shown in Table I. For the year ended 
June 30, 1909, the company charged in its account for the 
year a total of $6,447 in taxes, or 2.9 per cent of its total 
operating revenues. Before the end of the calendar year 
1909 notice of an increase in the valuation for tax pur- 
poses and of the tax rate was received, and it was apparent 
that there would be a large addition to the expenditure for 
this purpose. It was figured, in fact, at a little more than 
8 per cent of the total revenue of the company from all 
sources. The amount charged for taxes in the fiscal year 
ended June 30, 1910, was $18,371. There was a material 
increase in earnings, so that this amount was equal to 6.8 
per cent of the gross operating revenue for that year. This, 
it will be observed, was an increase of $11,924, or 185 per 
cent, making the total payment nearly three times as great 
as that of the preceding year. The increase in rates was 
a general one and was designed to afford greater revenue 
from nearly all points. The average increase in rates at all 
but competitive points was about Io per cent. In explana- 
tion of the change in rates, Frederick W. Walker, vice- 
president and general manager of the company, issued a 
notice to patrons on Nov. 24, 1909, explaining the reasons 
for the action taken. This directed attention to the neces- 
sity of provision for depreciation, pointed out by the 
United States Supreme Court in the Knoxville Water case. 

NOTICE ISSUED TO PATRONS, 

The notice is as follows: 

“The relations between our patrons and ourselves hav- 
ing been most cordial and pleasant, we feel it our duty to 
explain fully the conditions requiring an increase in our 
rates, 

“You have been generous in your patronage and consid- 
erate in your criticisms of our shortcomings, and we, on 
our part, have endeavored to show our appreciation by 
maintaining a generous service at exceedingly low rates, — 

“This increase in rates which will go into effect on Dec. 
24, 1909, is made necessary by the fact that the taxes paid 


to the State of Wisconsin for the year 1909 were a little 
in excess of 8 per cent of the total receipts of this com- 
pany from all sources for the year ending June 30, 1909, 
as shown in the annual report of the Milwaukee Northern 
Railway Company to the Railroad Commission of Wiscon- 
sin, on file at Madison. 

“This means that out of every $1 received 8 cents was 
paid over to the State as taxes. 

“Beginning Jan. 1, 1910, an additional 1 per cent of the 
net income must be paid to the federal government at 
Washington as a corporation tax, thus increasing the bur- 
den. 

“At every session of the Legislature the cost of oper- 
ating is increased by law, and when the managements of 
railway properties protest against the enactment of laws 
increasing this cost they are given to understand in very 
plain terms that, as the people must pay the increase, ob- 
jections by the managements on the ground of additional 
expense are unwarranted. 


Taste [.—New Rates EsTaBLisHED oN Dec. 24, 1909, anp OLp RATES 


WuHticH WERE SUPERSEDED. 

Old Rate New Rate 
LOOOsmiike “DOOIES: wove ace.cee-astecots, Ochna Boma eos were atiet $13.00 $15.50 
5SO0-mile: books..:.iaic ocho « cnis'sce wera Vice omer «6 weinte, oes 7.00 7.50 
100-mile: books 1.25.20 + manne eee Me ts a yew ase ie 1.50 1.07 
500-mile school mileage books ...........-++ee-- 5.00 6.00 
500-mile clergyman’s mileage books............... 5.00 6.00 
One-way tickets—per mile, centsS..........++sss0e% 1:75 1.8 
Round-trip tickets—per mile, cents...............-- 3 | 


Cash fare paid on cars—no change. 


“In addition, the United States Supreme Court, in the 
case of the city of Knoxville vs. Knoxville Water Com- 
pany, has held that unless the management of the company 
provides for the depreciation of the property out of the 
earnings the loss must be borne by the corporation, and 
says further: ‘It is not only the right of the company to 
make such a provision, but it is its duty to its bond and 
stock holders, and, in the case of a public service corpora- 
tion at least, its plain duty to the public.’ 

“Under these circumstances sound business principles 
demand that an increase in rates be made at once, and it 
is hoped that experience will prove the present increase 
sufficient and not necessitate a further increase in the 
future.” 

It was evident after a short period that, while this change 
in rates would furnish some part of the additional revenue 


desired, it would not give the company all that was re- 


quired to make provision for all expenses of operation, in- 
cluding depreciation and a return on the securities, It 
was therefore decided to make another increase in rates, 
effective on Jan. 5, 1911. Before this change was made a 
careful analysis was prepared to show the probable effect 
on the business. This analysis was based by Mr. Walker 
on the reports of conductors and was designed to show 
exactly what increase in total revenue from the different 
classes of tickets could be expected, provided there should 
be a normal addition to the traffic. The analysis showec 
incidentally what proportion of passenger business was 
carried through from one city, or incorporated community, 
to another. That is to say, the passengers who began and 
ended their trips at cities or villages were segregated from 
those who began or terminated their rides at highway 
crossings. It was found that 70 per cent of the total pas- 
senger revenue was received from persons who travel be- 
tween cities and villages. The remaining 30 per cent was 
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Teceived from passengers who began or ended the rides 
at highway crossings. These figures indicate an experi- 
ence similar to that reported by George Allison, comptrol- 


Taste II.—Duivision oF 


REcEIrts FoR Ocroper, 1910, ApprLigp to Pas- 
SENGER RECEIPTS FOR 


Year Envep June 30, 1910, oF $194,237.98, 


Total Revenue Per Cent of 
Per Year Ended Increase Expected 
Cent. June 30, 1910. in Rate. Increase, 

MURSDO PETES wedwns ot eke ca $43,256.80 _ 

One-way tickets 40,013.02 * Perbot 
Round-trip tickets .. 79,676.42 5.88 $4,684.97 
100-mile books .. 10,585.97 5.88 622.45 
s00-mile books ......-+.. 5,865.99 13.33 782.13 
1000-mile _books 10,372.31 10.34 1,072.49 
School mileage books 3 4,622.86 25 1,155.71 
me-way interline tickets.. 0.26 505.02 5.88 29.70 
Round-trip interline tickets 0.20 388.48 SN PO PEAK OR 
RIS: Oo tans Ae 2 100.00 $195,286.87 Aye $8,347.45 

Deduct on account of school mileage (used only eight months) 
PPE RINNE ORTUUNORE i ca ac cnc oea cece ceuswec 357.49 
MSRM PO ORE Nae nua < o's ves sun Cowes dow canna nents $7,989.96 
If business increases 10 per cent, add 10 Per Gentivevss.chvc 798.99 


$8,788.95 


*No increase. 


ler of the Wisconsin Electric Railway and the Eastern 
Wisconsin Railway & Light Company, in the article re. 
garding the increases in fares on those lines published in 
the Ecectrric Rartway JourNnat of Dec. 16, rgrt. 
AVERAGE TRAFFIC MONTH TAKEN FOR ANALYSIS 

In making the analysis Mr. Walker took the passenger 
revenue for October, 1910, as a fair example of the results 
of the average month. He distributed the revenue into the 
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The difference in the two totals of passenger receipts 
would have disappeared if the percentages had been car- 
ried to another decimal place. 

This calculation shows that cash fares were figured on 
this basis at 22.27 per cent of the entire passenger revenue, 
One-way fares were figured at 20.06 per cent and round: 
trip tickets at 41.02 per cent. Thus these three classes 
aggregated 83.35 per cent of the total, The three forms 
of ordinary mileage tickets furnished a total of 13.81 of 
the total passenger receipts. The revenue from school 
mileage books was 2.38 per cent of the whole. The revenue 
from one-way and round-trip interline tickets was very 
small, aggregating only 0.46 per cent of the aggregate 
amount. The consolidation of these figures led to the de- 
cision to make no increase in the rates for either cash 
fares or one-way tickets, which aggregated 42.33 per cent 
of the total revenue. It was decided to make increases of 
like proportion in the rates for both round-trip tickets and 
100-mile books. For 500-mile books it was decided to in- 
crease the rate 13.33 per cent, and for 1000-mile books to 
make a slightly smaller increase. The largest proportion- 
ate advance was made in school mileage books, which it 
was figured had been too low in comparison with the other 
rates. One-way interline tickets were not increased but 
round-trip interline tickets were increased to the one-way 
rate. This class of traffic, however, is very small, Based 
on these figures and a continuation of the traffic in the 
ensuing fiscal year that existed in the year ended June 30, 
1910, the total increases in revenue of the company would 


Tasre I1].—Frnancrat Resutts oF Operation Durinc THrre YEARS. 


Interurban Line. 
Year Ended June 


Interurban Line. City Line 
Year Ended June 30, 1911. 


Interurban Line. City Line. 


City Line 
Year Ended June 30, 1910. 


30, 1909. 


Rrgenee, ExQet  AFANEROLHHON. oo wn Sco weses os dace sceors $184,104 $34,014 $220,094 $42,179 $246,413 $45,935 
Revenue from operating other than transportation....... 45600) 8 wines Cel ee earn 590g 8h) Ae icraag 
‘Total operating revenne ..........-.++-s. ices $188,670 $34,014 $226,405 $42,179 $252,326 $45,935 
Operating expenses: 
Way and cermrkanres 11.049 1,904 12,825 1,935 11,965 2,319 
Equipment ..........- 10,062 2)566 12,425 3,729 131896 4,087 
SI See Oo i 5 See lac i lohitgb' oy, 4 SOaIS 1,227 6 LAG? ee Saecces 1,526. - "sate aes 
RACEEAG  ERATISSIDETRINGTE fic gets nus ns sis season ce ne» 77,812 16,525 80,447 19,628 80,219 20,844 
OT ye ey Pe A oes an ee 4,214 1,090 4,964 1,324 6,460 1,492 
Oe ie a en ee eee 9,548 1,237 10,497 990 7,390 1,202 
Se Pees ote Ds ae Gite wisidl a uoraus +2 Ewa >s\x as 2 Kee zo $113,912 $23,328 $122,625 $27,606 $121,456 $29,944 
pS gee a ee er on eee ee ee 6447 =, en es as ole Teac Bee eoient. O80. | ee Sraet 
Opetating expericen atid tax€S. ose isc sce cesssane dns $120,359 $23,328 $140,996 $27,606 $140,437 $29,944 
ee TTL Ae WOURR Tlie se ae i eek < Fabs ae v0 4,0 $ 68,311 $10,686 $ 85,409 $14,573 $111,889 $15,991 
Dire apes Annie FERN Vos oo sie soe alesin de die yn ewes nie nes anit * Ae BP ae 317 sen esi 440 Sao 
PE niin to enti eh ek rd ae 50's 2 oo Hace y aoe o's seo aes $ 68,567 $10.686 $ 85,726 $14,573 SUZ ORO! 1 Re ee ee cies 
Add city ES tee, ee oe SE ae ee err TOSGEG ee ee cet 1 eye earsoarteicns P5599" i> Pee ents oe 
ee he eels ng 79,253 ree $100,299 °° | salud ne $128,020.) ee 
ena ap Nas ceo ae ar : MOO. > ©. os eae cri ee eee coe 60,000. WS Wt Renee 
oh See ee Oe ee a eee ao SS ASE a) Lee on dann Re See 8 eartitians SP68,520. © | © tcssnute 
Taste IV.—Trarric SrarIstics. eee rae 
ban Line. City Line. Interurban Line, City Line. Interurban Line. ity Line. 
Leaks Sar po mine 30, 1909, Year Ended June 30, 1910. » Year Ended June 30,1911 
Revenue passengers carried. ......-eecccerccccscereeces 780,773 1,061,522 857,783 312,128 772,069 see 
Transfer passengers Carried........6eeceeereeecereeeee  tevees Or ae | SOFT Dei Sag mye ) 
RA so dN RE er cat mat eses Kenvaree eve 38,917 10,976 25,548 28,312 OR) 2” Pel iistce vce 
ree loimencere ae ek ae 2k, ee SS Pepe: 819,690 1,072,498 883,331 1,340,440 ; 789,541 K 1,453,725 4 
Passenger earnings per revenue passenger, cents..... Seas 23.5 3.2 oe. a5 pe aa 
Total operating revenue per revenue passenger, cents..... 23:9 3.2 ; , 
‘Operating expenses per revenue passenger, excluding taxes i me ne AS an a4 
and depreciation, Cents....+..++secerseerereeeeeneeees ao ; ee be oe ie 
eo ee Orne Pomme ee ean 247,104 732,885 296,118 728,412 302,131 
‘assenger car miles..... Sonne pteners cen ro Se <2 SABA Ee Bl tal fries VE ee 31.901 nae: 
Re ee tg a rannans  er it roe 296,4i8" rod 302,34 
Gross earnings per revenue car mile, cents...--... ener Og 27.8 Md oe at oe ye 
Operating expenses per revenue car mile, excluding taxes van ' “ 
and depreciation, centS........-essseeeees ah nee or an "yy ¥ ie 
i ar ey ; J 
eee ee sess: 8.38604 a. aegis 638 
yross earnings per revenue car hour.....-.+-++seee ee $5.19 $1.19 $6. , 
Operating euenaee, (excluding taxes and depreciation) 42-43 $0,821 $3.26 $0.87 $3.70 $0.94 
er revenue Car MOUS... 2. css cc cscs ccscccsrnsvscceses : ; Si 34°28 es 
Caersinig expenses and taxes per revenue car hour...... een ee 4 ei $3.75 
be $8,347.45. There was deducted, however, from this 


various classes of fares, tickets and mileage books. After 
finding the percentages of the total revenue furnished by 
each class of ticket he applied the percentages to the total 
passenger revenue for the fiscal year ended June 30, IgI0. 
The result of the application of these figures is shown in 
Table II, published herewith. 


amount the sum of $347.49 on account of the fact that 
_the school mileage books, for which returns were given in 
the October report, are really used for only eight months 
of the year. Therefore only two-thirds of the increase 
figured from this source would be realized by the company. 
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This left a net estimated increase of $7,989.96. It was 
also estimated that the natural increase in the business 
would add ro per cent, or $789.99, to this figure, making 
a total increase in net revenue of $8,788.95. 

INCREASE IN AVERAGE REVENUE PER PASSENGER 

In connection with the general analysis described, it was 
shown that a material increase had taken place in the aver- 
age revenue per passenger in the calendar year I9g10 as 
compared with 1909, due mainly to the fact that passen- 
gers in 1910 rode a longer average distance than in the 
earlier year. The management attributes this largely to 
the service rendered by limited trains, The increase in 
fares, however, had some effect on these results. The 
figures showing these results for the calendar years 1909 
and 1910 are published in Table V. Notwithstanding a 
decrease of 8 per cent in the number of revenue passengers, 
the increase in passenger revenue was 6.5 per cent. The 
gain in the average revenue per passenger was equal to 
16 per cent. i 


Taste V—IncrEASE IN AVERAGE REVENUE PER PASSENGER IN THE CaL- 
ENDAR YEARS 1909 anv 1910. 


Interurban Lines. 1910. 1909, 
Passenger GarMInGS sce sewn ie os si + vale $201,497.28 $189,203.31 
Revenue passengers ...-sseeeeeeeeretteece 793,314.00 862,000.00 
Average revenue per passenger, cents........ 25.4 21.9 


After full consideration of the figures it was decided to 
make some other changes in the ticket arrangements, such 
as the discontinuance of the sale of round-trip tickets at 
special rates. The following notice to the public in refer- 
ence to the second increase was issued: 

NOTICE OF SECOND INCREASE IN RATES 

“From and after Jan. 5, 1911, the following changes in 
the passenger tariff of this company will be effective: 

“The sale of round-trip tickets will be discontinued and 
single-trip tickets will be sold at present rates, good for 
passage in either direction. 

“Mileage will be sold in books of too miles for $1.80; 
500 miles for $8.50; tooo miles for $16. This mileage will 
be good for transportation on the lines of this company 
only. 

“The sale of school and clergymen’s mileage will be dis- 
continued, and monthly coupon books will be issued to bona- 
fide scholars at the rate of 1.5 cents per mile. 

“Mileage of the Sheboygan Railway & Electric Company 
sold after Jan. 4, 1911, will not be accepted for passage on 
the lines of the company. 

“An analysis of the receipts of this company shows that 
these changes are necessary.” 

Statistics of the results of operation of the company for 
three years are now available and are published herewith 
Table III shows the principal figures of revenue, expenses, 
charges, surplus, etc., for both the interurban and the Mil- 
waukee city line. There has been a steady increase in 
revenue on both divisions during these years. The total 
operating revenue of the interurban line showed a gain of 
20 per cent in the fiscal year 1910 as compared with 1909 
and 11.4 per cent in I911 as compared with 1910. The 
revenue of the Milwaukee city line amounted to $34,014 in 
1909. In 1910 this was increased 24 per cent. The total 
received from the city line in 1911 was $45,935, or an in- 
crease of 8.9 per cent over IgI0. 

The total operating expenses of the interurban line for 
the year ended June 30, 1910, showed an increase of 7.6 
per cent over the preceding year. They were slightly 
smaller in the 1911 fiscal year than in the roto fiscal year, 
The result of this reduction in operating expenses was 
that, notwithstanding the large increase in taxes, the total 
of operating expenses on the interurban line and taxes in 
Ig1I was a trifle under the corresponding expenditures for 
the fiscal year IgIo. 

The principal traffic results of the company for the three 
fiscal years are shown in Table IV. As these figures indi- 
cate, there was an increase of 77,010, or 9.9 per cent, in 
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: 
the total number of interurban revenue passengers carried 
in the 1910 fiscal year as compared with the 1909 fiscal 
year. In 1911 there was a decrease of 10 per cent in the 
total number of interurban revenue passengers carried as 
compared with 1910. The rg11 total was a little less than 
the 1909 figure. A small decrease was shown in the average 
passenger revenue per revenue passenger on the interurban 
line in 1910 as compared with 1909. There was, however, a 
large increase in Ig11 as compared with both 1909 and 
1910. 

The interurban pasenger car miles run increased 8.6 per 
cent in the 1910 fiscal year as compared with 1909, but there 
was a decrease of 0.6 per cent in 1911 as compared with 
1910, The average gross earnings per revenue Car mile on 
the interurban line increased from 27.8 cents in 1909 to 30.2 
cents in 1g10 and to 33.1 cents in 1911. This increase was at 
the rate of 8.6 per cent in Ig10 as compared with 1909 and 
9.6 per cent in 1911 as compared with 1910. The total of in- 
terurban car hours was increased to a comparatively small 
extent in 1910 as compared with 1909, or 3.5 per cent, but 
in the fiscal year 1911 the total showed a decrease of 12.6 
from the fiscal year ended June 30, 1910. The effect of 
these figures is seen in the larger gross earnings per pas- 
senger revenue car hour which have been realized in the 
successive years on the interurban line. The average gross 
revenue per revenue car hour was $6.02 in IgI0, an increase 
of 83 cents, or 15.9 per cent, over 1909. There was a still 
greater increase in I9II as compared with 1910. In the 
last fiscal year the average car hour revenue was $7.67, an 
increase of $1.65, or 27.4 per cent, over the preceding year. 


INDIANA BLOCK SIGNAL COMMITTEE MAKES REPORT 


A conference was held in Indianapolis Feb. 13 between 
the State Railroad Commission and the special committee 
of interurban railway officials appointed a year ago to in- 
vestigate and when possible try out the various types of 
interurban block signals for installation in the State. W. J. 
Wood, chairman of the commission, presided. The report 
of the special committee, which consisted of Arthur W, 
Brady, Indiana Union Traction; Charles L. Henry, Indian- 
apolis & Cincinnati Traction; R. I. Todd, Terre Haute, 
Indianapolis & Eastern; C. D. Emmons, Chicago, South 
Bend & Northern Indiana; W. G. Irwin, Indianapolis, Co- 
lumbus & Southern, and C. N. Wilcoxon, Chicago, Lake 
Shore & South Bend Railway, was presented by Mr. Brady. 

Mr. Brady said that with the assistance of Mr. Hovey, 
an expert in the employ of the railroad commission, the 
committee had examined every known signal device thought 
to be applicable to interurban roads and that the Indiana 
Union Traction Company had contracted for the equipment 
of 18 miles, and the Terre Haute, Indianapolis & Eastern 
for 15 miles, with the General Railway Signal Company's 
continuous track circuit system. In this system, Mr. Brady 
explained, colored lights automatically operated are used 
for signals instead of semaphores. These lights are 
arrestive at 1500 ft. The cost of this system is from $850 to 
$1,000 a mile, and it will require about ‘four months for 
installation. Mr. Henry supplemented the report by stating 
that his company was installing 18 miles of the Simmons 
block signal system and that he hoped to have it in opera- 
tion by April tr. This system will cost about $750 a mile. 
Mr. Henry expressed confidence that the system would 
prove satisfactory. Mr. Wilcoxon described the signal sys- 
tem on his line. j 

After consulting with his associates, Chairman Wood said 
that the commission would not announce any decision until 
July 1, when these three systems would be in operation and 
they would be inspected by the commission. He also an- 
nounced that only one broken rail had occurred on inter- 
urban electric railways during the past year and that was 
caused by a heavy locomotive in construction work, 
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Secretary Donecker has just issued an announcement that 
the 1912 convention of the American Electric Railway 
Association will be held in Chicago on Monday, Tuesday, 
Wednesday, Thursday and Friday, Oct. 7, 8, 9, 10 and 11. 
The bulletin containing this announcement was issued Feb. 
23. Continuing it says: 

“The decision now announced was reached after a 
thorough study of the whole situation by a committee on 
convention location authorized at the recent meeting of the 
executive committee and consisting of President Thomas 
N. McCarter, Fourth Vice-President C. L. Henry and the 
secretary, with the assistance of a similar committee from 
our allied Manufacturers’ Association, as follows: W. L. 
Conwell, president; C. S. Hawley, A. H. Sisson, Edwin H. 
Baker and James H. McGraw, vice-presidents; H. C. 
Evans and George Keegan, secretary. The committee per- 
sonally inspected the facilities available in the cities of 
Milwaukee and Chicago and, in addition, has given due 
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Chicago the Convention City 


The 1912 Convention Will Be Held Oct. 7-11—The Exhibits Will Be Show 


n at Dexter Pavilion, Corner 


The rehabilitation of the lines, the consolidations affected 
and an opportunity to observe actual operation under the 
agreement with the city are only a few of the things that 
will hold your interest in the convention city. The accessi- 
bility of Chicago is another point in its favor and one that 
will assist greatly in making for the success of this, your 
thirty-first annual convention. 
“EXHIBIT OF THE MANUFACTURERS’ ASSOCIATION 

“As stated above, thoroughly adequate exhibit space is 
to be had at Dexter Pavilion, at Forty-third and Halsted 
Streets. This building is splendidly equipped for the pur- 
poses of the display that adds so much to our annual meet- 
ings. It is conveniently located, and elevated and surface 
lines run directly to the door. More details concerning the 
pavilion will be given in subsequent bulletins. 

“GENERAL INFORMATION 

“Further information as to meeting halls which are 

adjacent to Dexter Pavilion, hotels, transportation arrange- 


consideration to the cordial invitations extended to the ments and programs will be covered in later communica- 
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Map Showing Exhibit Hall, Transit Facilities and Adjoining Buildings 


association by the cities of Los Angeles, Chattanooga, Buf- 
falo, New York and Atlantic City. 

“While the comfort and convenience of our members in 
the matter of hotel accommodations, provisions for proper 
meeting halls and availability of adequate and satisfactory 
exhibit space must always be prime factors governing the 
selection of our convention cities, the location of the annual 
meeting place as related to the geographical distribution of 
the company membership is another and no less important 
item. Your committee, therefore, considered first this ques- 
tion of geography and quickly decided that proper regard 
for the proportionately large membership located west of 
the Alleghany Mountains, coupled with the fact that the 
last two conventions have been held on the [astern sea- 
coast, demanded a Middle West convention in 1912. The 
next step was the question of facilities, with the conclusion 
that in the Middle Western section the city of Chicago 
alone affords at this time ample and satisfactory accom- 
modations of all kinds. 

“The action of the committee will, without doubt, meet 
with the hearty indorsement of the whole membership. 
Thirteen years have elapsed since your association last 
met in Chicago, and the members are more or less familiar 
with the great changes that have taken place in that time. 


tions. Hotel rates will form the basis of the next bulletin, 
which it is desired to issue early in order that our members 
may make reservations without delay.” 

FURTHER PARTICULARS 

The International Amphitheater, or Dexter Pavilion, is 
easily accessible from the center of Chicago. Six surface 
lines pass directly by it and a station on the South Side 
Elevated Railway is within a block. The running time from 
the hotel district of Chicago is about twenty-five minutes 
by either route. 

The building itself consists of an amphitheater, or arena, 
with several adjoining buildings which are suitable for 
exhibit purposes. The area which is under one roof is 
600 ft. x 310 ft. The amphitheater in the center, 280 ft. x 
120 ft., will probably be used for the lighter exhibits. The 
two adjoining halls, each about 160 ft. x 122 ft. and marked 
“Machinery Hall,” are very suitable for the heavier ex- 
hibits. These with the amphitheater will supply over 70,000 
sq. ft. of exhibit space. Room in the other buildings is 
available if necessary, and there is ample space for the 
storage of crates and boxes. 

A railroad track runs directly into the south annex, or 
Machinery Hall, and four cars can be set and unloaded 


inside the building. This will enable exhibitors to have 
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shipments sent from any point outside of Chicago directly 
into the hall without an additional switching charge, thereby 
saving them an immense amount of trouble and the expense 
of hauling from the railroad station. In addition, there 
is about a quarter of a mile of straightaway track just out- 
side the building which may be used for exhibiting cars. 
The Chicago Junction Railway, a belt line connecting with 
all the steam roads entering Chicago and with numerous 
storage tracks, is located immediately north of the Pavilion. 

Directly opposite a new hotel is being erected. The old 
hotel on this site, the Transit House, burned about a month 
ago and has been torn down, and plans have been prepared 
for a new fireproof hotel on the old site to be opened in 
June or July. The Saddle & Sirloin Club, on the corner of 
Dexter Park Avenue and Exchange Avenue, is a fine build- 
ing and contains a number of good meeting rooms for the 
association. Luncheons may be served here or at the hotel. 


CO-OPERATIVE MEETINGS IN PHILADELPHIA 


An announcement of the Philadelphia Rapid Transit Com- 
pany, reprinted in the Erecrric RatLway JourNAL for 
Sept. 2, 1911, outlined a plan for a co-operative committee 
composed of representatives from the trainmen and the 
management to consider questions of service and discipline. 
This co-operative committee has since been organized with 
T. E. Mitten, chairman of the board of directors of the 
company, as chairman of the committee, and meetings were 
held on Jan. 16, Jan. 23, Jan. 30 and Feb. 8, 1912. From 
these meetings it appears that the company will now enter 
into an agreement with the men only as individuals and 
not as an organization. The company has recently pub- 
lished a bulletin to the employees describing the conclu- 
sions reached. Some of them are briefly as follows: 

Complaint was made that the penalty for missing a run 
was unnecessarily severe and was not enforced uniformly 
at all depots. Chairman Mitten explained that he did not 
believe it necessary to make the penalty more severe than 
was found by experience necessary for the maintenance of 
proper discipline. The rule was then changed so that if a 
man reported for duty within one hour after the time due 
for him to report he would serve for the rest of the day at 
the foot of the extra list. Where he reported after a period 
longer than one hour, he would go to the foot of the extra 
list for two days. 

A change was made in regard to the discipline for in- 
civility. The former rule has been modified so that the 
motorman or conductor need not make personal apology. 

All bell ropes will now be run through the center of the 
car and will be equipped with extension pulls. This change 
was made because the former location of the bell rope at the 
side was inconvenient to conductors and passengers. 

Formerly wages were paid on the 7th, t4th, 21st and last 
day of the month. This left one interval of nine or ten days 
and hence created some hardship. After the week ending 
March 10 conductors will be paid every Thursday and 
motormen every Friday for the pay period ending on the 
preceding Sunday. This will enable the families of the men 
to take advantage of the Saturday morning markets. 

Regular men have found it difficult at certain stations to 
secure leave of absence during the ends of pay periods. 
The reason given was that the clerks at the stations made up 
their books the day before and were unwilling to let off all 
men who applied on the morning of the last day of the pay 
period. The result was that extra men remained on the 
bench practically all day. Instructions have now 
issued that men should be let off then as at other times. 

Hereafter surface car employees in full uniform with 
badge will be permitted to ride free on the elevated line. Up 
to Feb. 10 this was not permitted, although elevated badges 
were good for transportation on the surface cars. 

The use of uniformed inspectors to insure the proper 


been 
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registration of fares was not productive of good will and 
their use has been discontinued. 

An extension has been made in the rule in regard to 
extension of sick leave beyond sixty days. Trainmen whose 
sickness extends longer than sixty days are now allowed to- 
make application to their division superintendent for medi- 
cal examination, and upon the recommendation of the com- 
pany’s physician sick leave will be extended for recurrent 
periods of sixty days each, 

The wages of trainmen employed as helpers on sand cars 
have been increased from 19 cents per hour to the rate 
which they would earn as trainmen. 


PERSONAL TAX TITLES AS AFFECTING BANKRUPT 
SALES 


A personal tax title case in which the Illinois Traction 
Company was made the defendant was recently decided in 
a jury trial held at Lacon, Ill. On Oct. 15, Ig10, the 
Illinois Traction Company purchased a steel bridge from 
the Develin estate, bankrupt, for $10,000. It consisted of 
three 150-ft. Pratt truss spans and one 350-ft. draw span 
and weighed approximately 700 tons. The bridge had been 
purchased by the estate about five years before to be used 
on a projected steam road for spanning the Illinois River 
at Henry, Ill. Before the road was completed, however, 
the estate was thrown into bankruptcy and the bridge has 
been held in storage since that time on the right-of-way 
of the projected road near Henry Junction. The Illinois- 
Traction Company had its purchase approved in the bank- 
ruptcy court and secured the necessary documents to make 
it legal. As the tonnage was large and there was no imme- 
diate need of any of the spans, the traction company 
arranged with the Chicago & Alton Railroad Company, the 
purchaser of the rights of the proposed Develin road, to 
leave the bridge where it was until the following spring. 

The bridge had been assessed for personal taxes during 
the April previous to the traction company’s purchase, and 
the tax books were turned over to the tax collector on 
Dec. 31, 1910. It is assumed that the tax collector or the 
party who bought the tax title to the bridge at public auc- 
tion heard of its transfer to the traction company and 
thought that there was an excellent opportunity to make 
some money by selling it to the traction company a second 
time. Under these apparently favorable circumstances the- 
bridge was sold for personal taxes and the purchaser imme- 
diately began negotiations for selling it back to the traction 
company. The company advised him that his title was void 
and at once arranged to load the spans and ship them to its: 
own storeyard at Decatur, Ill. In the meantime, however, 
the gentleman who held the tax title was busy with a trac- 
tion engine moving what he assumed to be his property 
onto his land. The traction company soon put a stop to: 
this with a large force of men and pulled those portions of 
the bridge which the claimant had removed back to the 
original location. Then the sheriff appeared and served 
papers for trespass and trover, but did not interfere with 
the company’s loading the bridge and shipping it to its 
Decatur storeyard. 

The question at issue in the case was not one of the 
legality of the tax title, but one of possession. The law 
holds that, taxes on personal property are not a lien on the 
property assessed, but on the property owned when the 
taxes are collectible, and as stated the tax books were not 
turned over to the tax collector until Dec. 31, 1910, follow- 
ing the traction company’s purchase. This condition made 
ee pagperty taxes assessed against the bridge col- 
ly from the Develin estate, the owner at the: 
a Sk ee pee gs legality of the purchase 
nounced petra Nesiitted Pea chug ae sae 

ed | a ed in a verdict of $487.50 against 
the Illinois Traction Company. 
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FORT SMITH EMERGENCY CAR 


The accompanying cuts present an exterior and an in- 
terior view of an emergency car which was designed and 
built by the Fort Smith ( Ark.) Light & Traction Company. 
It has been particularly valuable in handling “wrecks,” 
since a car can now be replaced and traffic restored in the 
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Emergency Car of Fort Smith Light & Traction Company 


same time that the men formerly required to get their 
equipment ready to leave the shop. One day a car became 
derailed about 11:15 a. m. It was 2 miles from the shop 
and in such a position as to block three lines. With the 
old system this car would have been off the track at least 
one hour, and three lines would have been 
blocked during the noon rush. As it was, 
the car was on the track in just thirty VW 
minutes from the time that the telephone 
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ete. About 2 cu. yd. of dry sand is kept in bins located in 
diagonally opposite corners of the car and a Root snow 
scraper is provided on each end. The fire-fighting equip- 
ment consists of six 3-gal. extinguishers and an extra sup- 
ply of chemicals for reloading them. Two very elaborate 
accident cabinets and four folding cots complete the first- 
aid equipment of the car, 

While the company’s motor flat car was being repaired 
this emergency car handled the carload freight business in 
a very satistactory manner. 


PNEUMATIC SLEET SHOE USED BY MICHIGAN 
UNITED RAILWAYS 


The Michigan United Railways system includes high- 
speed third-rail lines connecting Battle Creek, Jackson, 
Lansing and Owosso and other lines operated by overhead 
trolley, forming a system with more than 225 miles of 
track. The third-rail is of the open type, and current is. 
collected by shoes riding on the top of a standard section, 
T-rail, which is carried on vitrified clay insulators. The 
center of the third-rail is 20 in. from the center of the 
nearest running rail, and its upper surface is 6 in. above 
the top of the running rails. This road and several other- 
cross-country interurban lines using the open type of third- 


Flexible Hose from Air 
Pipe on here 


rang at the shop. 


/ / / 
This car also won some friends for the i’ Dinm, Wheel 
company as an ambulance car in an acci- \ 
dent which occurred at the ball park on ~. \ 
July 4, 1911. As an addition to the fire ke <d 


department it has no record except in ex- aS 


tinguishing burning ties. = 
The car body is built with a plain arch 

roof and a sliding door on each side. The 

bottom framing is unusually heavy for a car of this size, 

and it is strongly built and well braced throughout. It 1s 

equipped with a Brill No. 21-E truck having an 8-ft. wheel- 

base. The truck carries two Westinghouse 38-B motors 

geared 3.55:1 to give a speed of about 40 m.p.h. The rest 


Interior of Fort Smith Emergency Car 


consists of arc headlights, 
The markers and tail lights 


of the electrical equipment 
heaters and designation lights. 
are oil burners of the standard railway type. 

The equipment carried is about as complete as the space 
in the car will permit and consists of a complete outfit of 
wrecking tools, jacks, frogs, chains, plates, blocks, ropes, 


Sleet Shoe, Michigan United Railway 
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rail have experienced difficulty in collecting current when 
the rail becomes coated with sleet. This problem has been 
solved to the satisfaction of the management of the Michi-- 
gan United Railways by the use of a pneumatically oper-. 
ated sleet-cutting shoe designed by W. Silvus, superin-- 
tendent of equipment, Albion, Mich. The general features 
of design of the shoe and its method of attachment are. 
shown in the accompanying illustration, which is a plan 
and elevation of the shoe on the truck. 

Each car is equipped with two of the pneumatically 
operated shoes attached to the front end of the third-rail! 
beams on the front truck. The interurban cars of the- 
Michigan United Railways are single-ended. The sleet- 
cutting shoe is of the same design as the regular third- 
rail shoe, but has four steel cutters set diagonally in its: 
face and cast integral with the body of the shoe. When 
these cutting edges become worn or damaged they are 
chipped off, and the shoe is kept in regular service until it 
is worn out. 

The sleet-cutting shoe is mounted on a vertical iron 
shaft which passes through guides and is attached to the: 
piston of an air cylinder which has a 5-in. stroke. A 
spiral spring around this shaft holds the shoe off the rail 
except when air pressure is put on the cylinder to press: 
the cutters against the rail, The air supply is taken from 
the train line through a 3-in. three-way valve and pipes 
extending under the car to a point convenient for con- 
necting with the cylinder which operates the shoe. This: 
connection between the pipes and the cylinder is made with 
a 2%4-ft. length of 3-in. air hose, secured at each end; 
with hose clamps. An ordinary straight valve is placed’ 
in each supply pipe to enable the motorman to use one- 
or both shoes as occasion demands. 
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A SLEET-REMOVING DEVICE FOR EXPOSED THIRD 
RAILS 


For a number of years the operating and mechanica!’ 
departments of the Metropolitan West Side Elevated Rail- 
road Company have been trying to secure a third-rail sleet- 
cutting device that would efficiently do the work for which 
it was intended. They have experienced very little trouble 


Sleet Remover in Elevated Position 


in securing a device that would remove sleet in extremely 
cold weather, but to get one that would do the work well at 
the time the sleet is falling and when the ice is to a certain 
extent tough and resilient and adheres to the rail seemed to 
be impossible. After testing a great many types, both pur- 
chased and of their own design, they developed the sleet 
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casting by cotter pins at each end. At each end of the oak 
board is a cast-iron cam and wooden handle, which is used 
in raising or lowering the rollers or scrapers from or to the 
working position. 

The scraper blades are %4 in. x 334 in. x 23% in. and are 
made of tool steel. There are four of these blades bolted 
to cast-steel pivots so that they may take the scraping posi- 
tion for either a backward or forward movement of the 


Sleet Remover in Working Position 


car. The scrapers are supported on a slide rod provided 
with the elevating cam similar to the crushers. Immediate- 
ly inside the guide plates which support the crusher and 
scraper slide rods are two-cast-iron corrugated plates which 
are used in adjusting the sleet remover for different truck 
heights and wheel wear. Bolted to the top of the oak 
insulating timber is an adjusting 
leaf spring, the ends of which are 
fitted into slots provided at the 
top of each slide rod. At first 
this spring provided 100 lb. pres- 
sure at both the crusher and 
scraper, but now the crusher end 


pressure has been increased to 
200 Ib. by adding another leaf to 


the crusher end of the spring. 
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Plan and Elevation of Sleet-Removing Device, Metropolitan West Side Railway 


remover shown in the illustration and this was found to 
give best satisfaction under all operating and weather con- 
ditions. 

The device as shown consists of a piece of oak 254 in. x 
5% in. x 4 ft. 134 in., at one end of which the crusher rolls 
are placed and at the other end are the scrapers. The 
crushing rolls, 3% in. x 3% in. in size, are right and left 
spiral-toothed, made of cast crucible steel, hardened, but 
not machined. These rollers are carried on r-in. x 6-in. 
steel pins, which are held in place in the steel slide-rod 


This sleet-removing device may be either bolted to the 
third-rail shoe beam or held in position as shown on the 
plan by means of a casting which is fitted to the car spring 
seats, A 1-in, flashboard made of ash and running the full 
length of the sleet remover has been inserted between ad- 
justing plates and the oak timber to provide additional 
insulation, 

Up to the present time only sixteen cars on the Douglas 
Park division of the Metropolitan line have been equipped 
with these new sleet removers. A recent test during a 
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severe sleet storm, however, demonstrated the efficiency of 
this device. As mentioned before, the parts of the device 
are simple and are all made in the Metropolitan shops. 
They can be applied to the car spring seat for about $14 
each, and if applied to the third-rail shoe beam the cost is 
reduced to about $9. The life of the device is practically 
unlimited and requires only the renewing of the scraper 
blades and crusher rolls from time to time. The elimination 
of delays on account of sleet and the small initial cost 
make an efficient sleet remover desirable. This one seems 
to have both these qualities, and it should pay for itself 
many times over during one severe sleet storm. 


The accompanying drawing shows a new type of car 
suggested for the Geary Street, Park & Ocean Railway by 
B. J. Arnold. The Geary Street line is a municipally owned 
road, and the recommendations about the car are in the 
form of a report submitted by Mr. Arnold under date of 
Feb. 7 to the Board of Supervisors. They are referred to 
in the report as being preliminary and some details may 
be changed before the final specifications are issued. 

TYPE 

The car is of the California type, generally used in San 
Francisco, with closed center and open ends, and it is de- 
signed for double-end, pay-as-you-enter operation. It has 
a seating capacity of forty-four and standing area, ex- 
cluding platforms, of go sq. it. It is 47 ft. 1 ir. over all. 

ADVANTAGES 

The advantages of the car as stated by Mr. Arnold may 
be summarized briefly as follows: : 

(1) The use of partly closed and partly open body, with 
closed part in the middle. 

(2) The substitution of raised sash for drop sash in the 
closed portion, thus permitting a lighter and narrower con- 
struction. 

(3) The elimination of glass windows in the open parts, 
leaving only drop curtains and thus saving expense and 
weight. 

(4) The use of an arch roof. 

(5) Automatic exhaust ventilators in the closed portion. 

(6) The rearrangement of operating apparatus on the 
platforms and changes in the design of guide rails so as to 


Seating Capacity 44 Fersons 
4 Starding Area 90° (Platforms Exceplted) 
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A RAILWAY'S SHARE OF HIGHWAY BRIDGE. RE- 
NEWAL COST 


A recent decision of the Railroad Commission of Wiscon- 

sin in the matter of the investigation of the safety of the 
West Algoma Street bridge in Oshkosh is of marked in- 
terest in that it establishes a precedent for dividing the cost 
of construction of a new highway bridge equitably, not 
equally, between a city and an electric railway company. 
Heretofore negotiations between a city and an electric 
railway relative to the division of the burden of cost for 
building or renewing a jointly used highway bridge have 
generally started with the hypothesis that each party should 
bear one-half of the expense. In this case, however, the 
Railway Commission, in an exceedingly clear report, has 
decided that, from the standpoint of equity, the railroad 
should carry only 7 per cent of the expense. 

The case in question arose from a petition to the com- 
mission, signed by a number of patrons of the Wisconsin 
Electric Railway Company, to the effect that the existing 
bridge over the Fox River at West Algoma Street in the 
city of Oshkosh was unsafe for railroad traffic and should 
be reconstructed or repaired. The commission, after a 
thorough examination, agreed with the petitioners’ con- 
tention and decided that public interests would be best 
served by the erection of a new and modern bridge, rather 
than by an attempt to repair or renew the existing struc- 
ture. In considering the proper width for the new bridge 
it was decided that, if it was not to be used by the electric 
railroad, the bridge roadway would be made 22 ft. wide 
with a 6-ft. walkway on each side. This dimension was 
recommended by the city engineer and was approved by 
the commission for the reason that it would permit traffic 
in both directions to be continued when anything of un- 
usual width, such as a load of hay, was on the bridge. 
Under ordinary conditions this might not be considered a 
serious matter, but the bridge in question was 680 ft. long, 
and if it was only 16 ft. or 18 ft. wide the crossing of a 
load of hay would hold up traffic in the contrary direction 
for three minutes, to say nothing of the confusion which 
would follow. 

The presence of electric railway tracks was found to 
necessitate an increase in the width of the roadway to 
24 ft. 6 in. This figure was based upon double tracks, cars 


BE 


| Lirection of Motion 


Proposed Car for San Francisco 


increase the reservoir capacity of the plaforms. This 
change places the motorman at the side of the platform, 
where he can better watch the front exit. 

(7) The use of cross seats in the open portions of the car. 

(8) The use of open bulkheads. 

(9) The use of a hinged guard rail so arranged as to 
permit the entire width of entrance of the rear platform to 
be used for loading at times of excessive congestion. 

(10) The adaptation of the car for steel, semi-steel or 
all-wood construction. an 

The report adds that some of these designs involve 
patented construction, such as the pay-as-you-enter feature 
and the lift-sash device, but the latter might be eliminated 
if the width of the car should be increased 3 in. 


9 ft. wide, 30 in. clear between cars, and 24 in. clear outside 
of each car, or between the car body and the bridge truss. 
The use of double tracks, permitting the cars to move with 
the body of traffic passing over the bridge in each direction, 
was found to require no more width than was needed for 
a single track, and this obviated any possibility of con- 
fusion during the passage of an extraordinarily wide load. 
It was therefore decided that, since the presence of the 
electric railroad’s tracks would involve an increase in the 
width of the bridge of 2% ft. the railroad should bear 
2.5/36.5, or 7 per cent, of the cost of the new bridge. The 
total necessary width determined by the commission, 36.5 
ft., included two 6-ft. walkways, in addition to the 24% ft. 
of roadway, and it is admitted that the increase in cost 
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due to widening the bridge roadway is not directly pro- 
portional to the increase in the total width. However, it is 
undoubtedly true that the figure is approximately correct. 

Summing up the matter of the division of the cost of the 
new bridge, the commission states that, while there is no 
absolutely accurate method of determining it, the share of 
the cost which can be justly apportioned to the railroad 
company lies somewhere between the upper limit of 50 per 
cent, such as might result from a situation where both 
parties contemplated building separate structures, but for 
the sake of economy agreed to the joint use of one bridge, 
and the lower limit of practically nothing where the laying 
of tracks over an existing bridge required no widening or 
reinforcement of the structure. 


LAMP TESTS OF THE INTERBOROUGH RAPID TRANSIT 
COMPANY 


During the summer of 1911 the Interborough Rapid 
Transit Company conducted exhaustive durability tests of 
several types of high-efficiency incandescent lamps. As 
the result of these tests it has equipped the 780 cars used 
in the subway express service with wire-drawn-type tung- 
sten lamps. 

For the purposes of the test 100 lamps of each of five 
types were purchased and installed on cars selected for the 
test but operated in the regular service. The types of 
lamps tested were the metallized carbon filament, the tan- 
talum filament and the wire-drawn tungsten. Each of the 
lamp sockets in the test ¢ars was numbered, and all test 
lamps were labeled when installed with the number of the 
socket and car and the date when put in. The lamps were 
inspected every day and all burned-out or broken lamps 
were carefully recorded before being renewed. From a 
study of the schedules and observations of the running 
time on open track during the daylight hours the daily 
average time during which current was on in the lamps 
was estimated at eleven hours, and the life of the lamps 
was computed on this basis. The renewals were divided 
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into two general classes, lamps burned out or otherwise 
defective and lamps accidentally broken or entirely miss- 
ing. The comparative life of the test lamps was calculated 
on the basis of the percentage of lamps still in service at 
the end of, each 100 hours of burning. The ordinary rigid 
sockets with which the test cars were originally equipped 
were used for all test lamps. 

The tantalum lamps failed rapidly from the time they 
were first installed, as the filaments were quickly broken 
by the vibration. A similar result was obtained with the 
metallized carbon filament lamps. 
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The tungsten filament-lamps gave the best results, the 
life of the make finally sclected being shown by the accom- 
panying curve. As will be seen from this curve, a few 
lamps with poor filaments failed very quickly after they 
were put in, but about 65 per cent had a life of 1000 hours 
or longer. The failures increased rapidly after 1000 hours, 
but at the end of 2700 hours 12 per cent of the lamps were 
still in good serviceable condition. 

When the tests had been continued far enough to permit 
of a fair comparison of the different types of lamps it 
was decided to adopt the tungsten lamps for the 780 subway 
express train cars. The installation of these lamps was 
commenced about Sept. 1, 1911, and they have now been 
in service over four months. 

The tungsten lamps cost approximately three times as 
much as carbon filament lamps. On the other hand the 
company is providing its patrons with much greater illumi- 
nation in the express train cars than was the case with the 
carbon lamps. 


FOG-TRIP ORDER ON CHICAGO ELEVATED RAILWAYS 


On Jan. 15, 1912, the elevated railways of Chicago in- 
augurated a new system for issuing fog orders. It has been 
the custom of this company to require the dispatchers to 
transmit verbal instructions to each trainman as he leaves 
the terminal. This method has not proved as satisfactory 
to the management as was anticipated. One reason was 
the failure of the verbal order to produce a lasting effect 


SOUTH SIDE ELEVATED RAILROAD COMPANY. 
FOG— TRIP ORDER Order No.1 te _ 


Mr. Motorman. te 


This order is to notify you that a heavy fog has settied at various points along line of road, and you are hereby 
ordered to disregard schedules and feel your way slowly over any part of the line of road where fog has settled, and at all 
times be sure you are running your train at such a speed that you can stop within the distance you can see. | 

| 
} 
| 


A VIOLATION OF THIS ORDER MEANS INSTANT DISMISSAL 


| Issued at Time Ll fi Zm. Yo WA 
y : < 
| Signed,! Motorman. my, y); FLE-~P— __Despatcher. 
HIS ORDER TO BE RETURNED BY MOTORMAN| 


Fog Order Issued by South Side Elevated Railway, Chicago 


on the trainman. The verbal orders were given out sys- 
tematically, but there was no method of having an absolute 
check on them. 

The new method is as follows: The train dispatchers, 
who are located at different points along the line, report 
the apearance of a fog to their respective trainmasters 
at one of the terminals. The trainmaster then instructs the 
dispatchers located at the terminals to issue the fog-trip 
order, reproduced herewith, to each motorman. The order 
shows the name of the motorman to whom it is issued, the 
dispatcher’s signature and the place and exact time of 
transmittal. It is effective only for one round trip and 
must be turned in properly signed by the motorman at the 
end of a trip and another issued, if necessary. 

An order board has been provided in the motorman’s cab, 
where it may be easily seen at all times. Originally, this 
board carried only a general list of instructions and warn- 
ings. The new type of order is attached to this board, 
where it will act as a constant reminder of the presence of 
the fog. The order, which was originated by M. J. Feron, 
general superintendent of transportation, is somewhat like 
the ordinary train order used on an interurban road, in 
that it is permissive. The motorman is allowed to disre- 
gard the schedule, as he may use his own judgment as to a 
safe speed. 

A bulletin was issued with the fog-trip order advising the 
trainmen that they were not to be governed solely by the 
presence of the dispatcher’s order, and that they would not 
be relieved of any responsibility because the order was in 


force whenever their view should happen to be obstructed 
in any way. 
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DECISION UPON QUESTIONS REGARDING THE INTER- 
STATE COMMERCE COMMISSION CLASSIFIL 
CATION OF ACCOUNTS 


Accounting Bulletin No. 7, issued by the Interstate Com- 


“pbs Commission, gives answers to various questions 
ee okay no ee 
% TIC ys prescribed by the Interstate 
Commerce Commission as of Jan. 1, 1909. The decisions 
which are published in the report became effective on 
Jan. 1, 1912, 
. Charles A. Lutz, chief examiner of 
mission, in an introductory letter says that the cases in 
Accounting Bulletin No, 5 are repeated in Bulletin No. 7 
and a few are in amended form. The later bulletin there- 
fore supersedes Bulletin No. 5. A file of important cases 
relating to the classifications that were approved for publi- 
cation before Dec. 1, 1911, is included. Mr. Lutz states that 
the answers given in the bulletin were submitted to the 
committee on a standard classification of accounts of the 
American Electric Railway Accountants’ Association and 
with but few exceptions received the approval of that 
committee. 
The questions and answers in a few of the cases are 
published below: 


accounts of the com- 


CASE 189 
“Query. To what account should be credited the net re- 
ceipts from the operation of a park or amusement resort, 
after deducting all the expenses? During a portivn of the 
year the expenses would probably exceed the receipts, but 
during the summer season the receipts might exceed the 
expenses, and to show a credit balance in operating expense 
account No. 46, ‘advertising,’ would not appear desirable. 
“Answer. lf the park or amusement resort is operated 
primarily for the purpose of attracting traffic, and not as an 
investment, the proper account to credit is account No. 19, 
‘miscellaneous,’ in the classification of operating revenues 
of electric railways. The income from and the expense of 
conducting such a park or amusement resort may be car- 
ried in a suspense account until the close of the season. 
When this method is followed the estimated net profit or 
net expense should be equitably apportioned among the 
months during which the park or amusement resort is open 
to the public, and an adjustment of the suspense account 
made at the close of the season. 
CASE 211 
“Query. Account No. 34 in the classification of expendi- 
tures for road and equipment of electric railways provides 
for the cost of road purchased. To what account or ac- 
counts should be charged expenditures in connection with 
the reconstruction of a road purchased, involving a gen- 
eral overhauling of track and electric line construction, sta- 
tions, platforms, etc.. to bring the physical conditiou of 
the road to a proper standard of efficiency and safety? 
“Answer. The net cost of expenditures in connection 
with the reconstruction of a road purchased should be dis- 
tributed among the various accounts in the classification of 
expenditures for road and equipment of electric railways. 
It is not intended that such expenditures should be charged 
to account No. 34, ‘cost of road purchased.’ 
CASE 215 
“Query. What rates of depreciation should be applied to 
the different portions of an electric railway’s plant? Should 
the principle of depreciation be applied in the case of each 
of the forty-four classes of construction covered by the 
accounts prescribed in the classification of expenditures for 
road and equipment of electric railways? ; 
“Answer. Provision is made in the classification of oper- 
ating expenses of electric railways for two depreciation 
accounts, viz., account No. 26, ‘depreciation of way and 
structures,’ and account No. 42, ‘depreciation of equipment; 
but the Interstate Commerce Commission does not require 
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any electric railway company to keep these accounts unless 
they are prescribed by the Railway Commission of the state 
in which such company operates the major portion of its 
mileage. 

“The question of the rates of depreciation is one which 
each carrier must determine for itself, and the Interstate 
Commerce Commission has issued no order fixing such 
rates. 

CASE 219 

“Query. What disposition should be made in a lessee com- 
pany’s accounts of expenditures for betterments of the road 
and equipment of lessor companies made in accordance with 
the terms of the leases, there being no provision for re- 
imbursement of the lessee for expenditures so made? 

“Answer, Expenditures for additions and betterments of 
the property of leased companies should not be included in 
the lessee’s road and equipment accounts, but should be 
carried on its books as ‘additions and betterments of leased 
lines,’ being subdivided into the forty-four accounts pre- 
scribed in the classification of expenditures for road and 
equipment of electric railways. If there is no provision for 
reimbursement on account of such expenditures, they should 
be amortized during the term of the lease through charges 
to ‘rents of leased lines.’ 


CASE 222 

“Query. What account should be charged with the amount 
assessed against a street railway for paving and a sewer? 
The work is done for the city by contract, so that the actual 
cost can not be determined for either the paving or the 
sewer. 

“Answer. The amount of the assessment should be appor- 
tioned as equitably as may be between account No. Io, ‘pav- 
ing,’ and account No. 2, ‘right-of-way,’ in the classification 
of expenditures for road and equipment of electric railways. 

CASE 224 

“Ouery. As a condition to permission to place double 
tracks in certain subways constructed in the elevation of 
the tracks of steam roads, an electric railway was required 
to change the grade on a street in another part of the city. 
Should the cost of the work on the city street, such as the 
changing of the grade, curbing, etc., be charged to account 
No. 2, ‘right-of-way,’ in the classification of expenditures 
for road and equipment of electric railways? 

“Answer. Yes. 

CASE 250 

“Query. A practically new car, carried under equipment 
in expenditures for road and equipment, was destroyed in 
a wreck, the salvage amounting to a few hundred dollars. 
What disposition should be made of the loss and the 
salvage? 

“Ansxer. The accounts under expenditures for road and 
equipment, to which the cost of the car was originally 
charged, should be credited with the cost of the equipment 
destroyed, and this cost, less salvage, should be charged to 
the appropriate operating expense accounts. 

CASE 251 

“Query. A city proposes to repave its streets with im- 
proved materials, and the street railway company is re- 
quired by the terms of its franchise to repave its strip at 
the same time and with the same kind of material. Would 
it be proper to charge the cost of the new paving to account 
No. 10, ‘paving,’ in the classification of expenditures for 
road and equipment of electric railways? 

“Answer. The excess cost of the new paving over the 
cost of the original paving should be charged to road and 
equipment account No. 10, ‘paving,’ and the remainder to 
operating expense account No. 9, ‘paving.’” 


The City Council of Los Angeles, Cal., on Jan. 9, 1912, 
deferred action one week on the proposed ordinance giving 
the Board of Public Utilities the power to regulate street 
car fares. 
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WRECK IN THE HOOSAC TUNNEL 


On Feb. 20 there was a collision in the electrified Hoosac 
Tunnel on the Fitchburg division of the Boston & Maine 
Railroad. It occurred between a Boston-bound passenger 
train and the uncoupled rear end of a steam freight 
train which was being hauled through the tunnel by an 
electric locomotive. The passenger train was not seriously 
damaged with the exception of the electric locomotive which 
was drawing it, but several cars of the freight train were 
demolished and the wreckage took fire. Four employees 
who were on the electric locomotive were killed. There 
were no other casualties. The following is the official state- 
ment of the accident as furnished by the railroad company : 

“At 3:45 p. m. Tuesday, Feb. 20, extra freight No. 2633, 
eastbound, entered the west portal and proceeded, with 
electric motor hauling the steam locomotive and train, until 
a point about 1000 ft. from the east portal was reached, 
when from some unknown reason the train broke apart, 
leaving seventeen cars and caboose in the tunnel about 
tooo ft. from the east end. The flagman, R. T. Kent, im- 
mediately went back to protect the rear end and reached 
a point about 6000 ft. from the caboose of the freight train. 
Passenger train No, 2 entered the west portal of the tunnel 
at 4:25 p. m., 7300 ft. from the entrance to the tunnel 
stopped at automatic block signal, then proceeded, picked 
up the flagman and stopped again at a second block signal 
which is located about 8000 ft. from the first, collided with 
the caboose on the rear of freight train about 6000 ft. east 
of the point where they made the third stop for signal at 
about 4:40 p. m. Passenger train No. 2 was being hauled 
by electric motor No. 5004, which, as is the custom, was 
hauling train and steam locomotive. Almost immediately 
after the collision the wreck took fire—we believe from coal 
stove in the caboose car. Engineer of steam locomotive on 
train No. 2 backed away from the wreck some six or eight 
train lengths and later to North Adams, where it arrived 
at 6:45. Engineer Simonds, Fireman Greig, Flagman Kent 
and a spare engineer named Davis, who were all in the 
motor, were probably instantly killed. No other casualties 
or injuries reported. The intense heat of the burning 
freight cars and contents (coal) has prevented full exami- 
nation of the wreck. 

“Investigation now under way.” 


AUTOMATIC BLOCK PROTECTION FOR DIVERGING 
ROUTES 


The Aurora, Elgin & Chicago Railroad Company recently 
closed a contract with the General Railway Signal Company 
for two three-position, upper right-hand quadrant, auto- 
matic block signals of the signal company’s style 2-A, 
mounted on a 22-ft, 6-in. mast. These two signals will be 
installed at Bellewood, Ill, where the railroad company has 
a spur to Oak Ridge Cemetery and an amusement park. 
This spur leaves the main line by way of the inbound track. 
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General Layout Showing Signal Control 


The general track layout and signal control are shown on 
the accompanying plan. 

The Aurora, Elgin & Chicago Railroad, which was de- 
scribed in the Exectric Rarttway Journat of Aug, 5, 
Aug. 12 and Aug. 19, 1911, is a high-speed, third-rail road 
and operates on double track through Bellewood. Owing to 
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the increased traffic which is being diverged over the spur, 
requiring Chicago outbound cars to use the cross-over be- 
tween the outbound and inbound main tracks at this point, 
some system of protection other than written orders, caution 
and stop signs has become necessary. The new signal in- 
stallation practically operates this section of double track, 
which is about 7000 ft. long, as single track and thus fur- 
nishes the necessary protection. A car entering the block 
on either inbound or outbound track lowers the signal blade, 
which protects traffic running in the opposite direction, from 
the clear to the caution position. The presence of a train 
in the block is shown to the crew of a train preparing to 
throw either cross-over switch or the switch to the cemetery 
spur by means of indicators placed at the switch points. 
An open switch at the spur or at the outbound cross-over 
brings the blade on the inbound track signal to the stop 
position, The signals also give rear-end protection to 
trains running through the block when the track is lined for 
double-track operation. Energy for operating both signals 
is furnished by Ito-volt, 60-cycle alternating current sup- 
plied through a small transformer from a 2200-volt trans- 
mission line already installed. 


LATELY DESIGNED TYPE OF FENDER AT BOSTON 


The Boston Elevated Railway Company is equipping a 
considerable number of its surface cars with a compara- 
tively new type of fender designed by the superintendent of 
car shops, H. L. Libby. As shown in the accompanying 
photograph of a prepayment semi-convertible car now 
standard on the company’s surface lines, the fender con- 
sists of a basket or screen of 4-in. mesh, Clinton electrically 
welded wire fabric, the strands being 3/16 in. in diameter. 
The network is carried about 4% in. above the top of the 
rail by I-in. wrought-iron pipe frame. By means of a foot 


New Boston Fender 


‘ever the motorman can raise the fender to a maximum 
height of from 8 in. to 10 in. in order to clear high paving, 
street obstructions and transfer table approaches in car- 
houses. A feature of the framework is that it has a hori- 
zontal bend or angle at each of the front corners. This 
enables the fender to push off the rail any light objects 
which may be in front of the car. The fender is supported 
by a proof-coil chain %4 in. in diameter, the links being of 
wrought iron. When not in use the fender can easily be 
raised against the dash. Its overall dimensions are 5 ft. 
10 in, x 3 ft. 7 in. About two hundred cars have been 
equipped with the fender to date. 

The Illinois: Traction System will have an exhibit of its 
safety block signal systems at the “Made-in-Peoria” show 
sae is to be held at the coliseum in Peoria, Ill., during 
March. 
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ELECTRIC RAILWAY LEGAL DECISIONS 


CHARTERS, ORDINANCES AND FRANCHISES 


California.—W hat Constitutes a Street Railroad. 

An essential element of a street railway in the ordinary 
acceptance of the expression is that the road should run 
along and upon a street or road in such manner as not to 
exclude the public from such street or road as a public 
highway, and where a track was laid along a private right 
of way in such a manner as to exclude the general public 
from the use of any part of the strip, it was not a street 
railway track, nor would the fact that the rails were laid 
flush with the surface at a street crossing so that vehicles 
and Passengers might cross convert the track at such 
point into a street car track. (Simoneau v. Pacific Electric 
Ry. Co., 115 Pac. Rep., 320.) 
Connecticut.—Eminent Domain—Abutting 

Additional Servitude. 

A corporation operating a street railroad system in a 
highway may render itself liable to an abutting landowner 
if it is Operating its system in and through the highway 
without authority from the State, or, if so authorized, if its 
System is so constructed and operated as to impose on the 
land an additional servitude. 

Where a street railway company operated its line in the 
street adjacent to plaintiff's residence with reasonable care, 
the fact that plaintiff suffered inconvenience from noise and 
dust, that the company operated a large number of cars 
early in the morning and late at night, sometimes crowded 
with people, some of which were express cars which only 
stopped at stated points somewhere distantly removed from 
each other, and also operated at different times work cars 
carrying construction and building material and. gangs of 
workmen, and that often defective cars were run over the 
track which were unnecessarily noisy by reason of the de- 
fects, all of which annoyed and disturbed plaintiff and 
others residing along the line, was insufficient to constitute 
actionable injury. (Caldwell v. Connecticut Ry. & Lighting 
Co. et al., 80 Atl. Rep., 285.) 

Illinois.—Grant of Right-of-Way—Conditions Subsequent— 
Breach—Forfeiture. 

A deed to a railway right-of-way provided that if the 
grantee should fail to construct and continuously operate 
the proposed railway within two years between two points 
on its line the land conveyed should revert to the 
grantors, the object of the stipulation being to secure the 
construction of the road and prevent the use of the land 
for other purposes. The road cost $1,000,000, and by far 
the greater portion of it had been expended and substan- 
tially all the work, except overhead construction, com- 
pleted before the termination of the two-year period. The 
failure to complete the work was caused by delay in pro- 
curing materials and not by the negligence or indiffer- 
ence of the grantees. Notice of forfeiture was not given 
by the grantors until about a month and a half after 
expiration of the two-year period, and between those 
dates a large amount of work was done and a 
large sum of money was expended in the completion ot 
the work on the land granted, with knowledge of the 
grantors. The work was completed about three months 
after the termination of the period stipulated, and trains 
over the line were operated continuously as contemplated, 
so that the purpose for which the land was conveyed was 
accomplished substantially in accordance with the convey- 
ance. Held, that a forfeiture would be inequitable and will 
not be enforced in equity. The remedy was an action for 
damages for breach of covenant. (Springfield & N. E. Trac- 
tion Co. v. Warrick et al., 94 N. E. Rep., 933.) 


New York.—Transfers—Punching Transfers. 
Defendant interurban street car company contracted with 
a local company for mutual transfer privileges within the 
city limits, subject to the regulations contained in the trans- 
fers. Defendant’s rules forbade the acceptance of a trans- 
fer unless the hour was properly punched thereon and a 
transfer slip received by a passenger from the local com- 
pany stated thereon that it was void fifteen minutes after 
the hour punched on it and that the passenger should see 
that the line and the time were correctly punched, but no 
time was punched on a transfer by the conductor of the 


Landowners— 
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local line, though it had been in fact received within fifteen 
minutes from the time it was presented to defendant. Held, 
that the rule requiring the hour to be punched on the trans- 
fer was reasonable, so that the passenger could not recover 
damages from defendant company as for assault for being 
ejected. (Weber v. Rochester S, & E. Rey Cower2ou Neve 
Sup., 304.) 

New York.—Mandamus—Compelling Construction of Rail- 

road—Petitioner. 

A private person, not interested otherwise than as one of 
the public, cannot have mandamus to compel a street rail- 
road company to build its road into a certain village as 
required by its franchise, the grievance which he would at- 
tempt to redress being a public and not a private injury, for 
which only the State may sue. (People ex rel, Karl et al. v. 
United Traction Co., 130 N. Y. Sup., 477.) 

New York.—Taxation—Exemption. 

Under rapid transit act (Laws 1801, Chap. 4, Sec. 35, as 
amended by Laws 1900, Chap. 616, Sec. 4) exempting from 
taxation the equipment used in operating subway railroads, 
such equipment is not taxable because under an exchange 
of power with another company a little more power was 
furnished than was received. (People ex rel. Interborough 
Rapid Transit Co. v. O’Donnell et al., Commissioners of 
Taxes and Assessments, 95 N. E. Rep., 762.) 

New York.—Franchises—Actions to Forfeit. 

An action to forfeit a street railway franchise for non- 
use can be brought only by the people, acting through the 
Attorney General. 

An action by a city against a street railway company for 
the removal of worn and defective rails, creating a nuisance, 
because dangerous obstructions in the streets, does not 
involve an adjudication forfeiting the franchise of the com- 
pany for non-use, the claim of nuisance not resting on 
the mere non-use of the franchise. (City of New York v. 
Montague et al., 129 N. Y. Sup., 1084.) 

New York.—Public Service Commission—City Ordinance. 

Public service commissions law (Laws 1907, Chap. 429; 
Consol. Laws 1910, Chap. 48) provides that whenever the 
commission after hearing shall be of the opinion that the 
service of any street railway corporation is inadequate the 
commission shall first determine what would be adequate 
service and prescribe the same by an order to be served on 
the carrier, and that every order so made shall take effect 
at the time therein specified and shall continue in force for 
the period therein designated unless earlier modified or 
abrogated by the commission or unless unauthorized by 
law or in violation of the Constitution of the State or the 
United States. Held, that where the commission passed on 
and prescribed the frequency with which a street railroad 
company should operate cars on certain of its lines, the 
city had no power by ordinance to require a more frequent 
service, although the railroad company’s charter reserved 
to the city the power to prescribe reasonable regulations 
with reference to the operation of the road in accordance 
with public requirements and convenience. (City of Troy v. 
United Traction Co., 95 N. E. Rep., 759.) 


Limits—Conditions in 


Washington.—Extension of City 
Franchise—Fares. 

A franchise to operate a system of street railroads in a 
city which provides that the fare shall not exceed 5 cents 
between points within the city limits, though a transfer 
shall be necessary, is applicable to territory subsequently 
annexed to the city, and passengers within the territory an- 
nexed must be carried for 5 cents. (State ex rel. Dennison 
v. Seattle, R. & S. Ry. Co., 116 Pac. Rep., 638.) 

LIABILITY FOR NEGLIGENCE 
Colorado.—Termination of Relation of Passengers—Care 
Required. 

In the transportation of passengers on street cars the re- 
lation of carrier and passenger does not terminate until the 
passenger has alighted and has both feet squarely on the 
ground. The carrier up to that time is bound to exercise 
the strictest vigilance not only in carrying him safely to 
destination but also in setting him down. (Denver City 
Tramway Co. v. Hills, 116 Pac. Rep., 125.) 
Connecticut.—Defective Streets—Actions—Evidence. 

Where, in an action against a city for injuries to a street 
car conductor struck by a projecting plank placed by the 
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city in the street to protect work thereon, there was evi- 
dence that the conductor knew of the planks and that the 
motorman, according to the rules, had on a prior trip by 
signal called the conductor’s attention to the obstructions, 
a charge that if the city and the motorman were negligent 
and the negligence of the motorman was the proximate 
cause there could be no recovery was sufficiently favorable 
to the city, especially in view of the fact that the fellow- 
servant rule that an employee assumes the risk of injury 
from the negligence of co-employees could not be invoked 
by the city. (Conway v. City of Waterbury, 80 At. Rep., 83.) 
Illinois.—Police-Power—Injury to Property—Use of Street 
Railroads. 

The right of a city, by the exercise of its police power, 
to regulate any business or the use of any property does 
not give the power to prohibit the conduct of a lawful busi- 
ness or to suppress entirely the use of property. 

A city cannot, by mere declaration, show the operation 
of a street railroad constructed under authority of law to 
be a nuisance and subject its tracks to removal, merely 
because its operation may be dangerous, since the public 
welfare declares that there should not be a discontinuance 
of the operation of an authorized railroad. (City of Chi- 
cago v. Chicago & O. P. Elevated R. Co.) 


Indiana.—Look and Listen Rule on Highway. 

The look and listen rule does not apply in all its force 
to persons about to cross street railroad tracks laid on 
streets or highways in closely populated localities. (Henry 
vy. Epstein, 95 N. E. Rep., 276.) 

Indiana——Duty of Conductors Not Absolutely to Know 
Passenger Had Alighted. 

In an action for injuries to a street car passenger while 
alighting, an instruction that it was the duty of the con- 
ductor to see that no passenger was in the act of alighting 
therefrom, or in a dangerous position, before putting the car 
in motion was erroneous because it led the jury to believe 
that it was the absolute duty of the conductor to know 
that plaintiff was alighting when it was put in motion, re- 
gardless of whether such conductor had an opportunity to 
know such fact and without regard to whether, if he had 
exercised the care which the law required, he could have 
known that she was leaving the car. (Louisville & S. I. 
Traction Co. v. Korbe, 94 N. E. Rep., 768.) 


Kentucky.—‘“Proximate Cause’—Defects’ in Street. 

The proximate cause of injury is that which in a natural 
and continuous sequence, unbroken by independent causes, 
produces the injury, and without which it would not have 
occurred. Proximity as to time or place is unimportant ex- 
cept as showing proximity of causation. 

Decedent, through defects in a street rendering it unsafe 
for travel, was thrown from his wagon upon a street car 
track immediately in front of a car running at a dangerous 
and negligent rate of speed and was thereby killed. Held, 
that the negligence of both the city and the street railway 
company may be deemed the proximate cause of the death. 
(City of Louisville v. Hart’s Adm’r, 136 S. W. Rep., 212.) 


Michigan.—Premature Start—Negligence. 

Plaintiff boarded a street car and, there being no empty 
seat, stood holding onto a seat. A passenger moved to 
make room for her, and at that moment the brake was put 
en to stop the car at a switch, and she fell forward and 
was injured. The car was running fast when the brake was 
put on, though, as plaintiff knew, it had but half a block to 
go before making the required stop. The stop made was 
sudden but not extraordinarily so. Held, that actionable 
negligence was not shown. (Ottinger v. Detroit United 
Ry., 131 N. W. Rep., 528.) 
Missouri.—Passengers Who 

Points. 

A person attempted to board a slowly moving street car 
just starting up a viaduct. He succeeded in placing one 
foot on the lower step, but was unable to pull himself up, 
and he collided with a rod of a sign on the viaduct warn- 
ing trespassers. The conductor quickly discovered his peril 
and tried to assist him to board the car, but without suec- 
cess. Held, that the conductor was as a matter of law 
not negligent for failing to signal the car to stop, instead 
of attempting to assist such person to board the car, 
(Mathews v. Metropolitan St. Ry. Co. 137 S. W. Rep. 
1003.) 


Board Cars at Non-Stop 
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Missouri.—Passenger Arising from Seat Before (GanescOps: 
It is not negligence for a passenger in a street car to get 

up from his seat on giving a signal for a stop and go to the 

platform and stand on it ready to get off when the car shall 

stop. (Holland v. Metropolitan St. Ry. Con 1371S) Wi ep, 

995.) 

Missouri.—Experts—Qualification—Speed. 

Where a motorman had worked for defendant as a 
motorman on the street in question for eleven weeks on 
the same character of car as that by which decedent was 
struck and killed and was familiar with the equipment, he 
was competent to testify to the distance within which a car 
could be stopped at a given speed, equipment, load, grade 
and condition of track. (Ellis et al. v. Metropolitan St. Ry. 
Goes 166s Wie ED 235) 

New Jersey.—Death of Employee from Broken Wire. 

A street railroad company cannot avoid liability for 
death of a conductor caused at night by coming in contact 
with a broken trolley wire lying on the ground on the 
theory that he was a mere volunteer in leaving his car to 
investigate the break. (Martin v. North Jersey St. Ry. 
Co., 80 At. Rep., 477.) 

New York.—Collision with Vehicle Crossing Track. 

One who attempted to drive his heavily loaded wagon 
across a track at a street intersection, when a car was 
standing at the crossing discharging passengers, and whose 
wagon was struck by the car, which suddenly started, was 
not guilty of contributory negligence as a matter of law. 
(Hill et al. v. Brooklyn Heights R. Co., 130 N. Y. Sup., 387.) 


New York.—Hours of Labor of Motormen and Conductors. 

In an action against a street railroad, whose main line 
of travel lay without the corporate limits of cities of the 
first and second class, for personal injuries to a passenger, 
held not negligence on the part of the defendant to allow 
the motorman and conductor to remain on duty for thir- 
teen hours, for Labor Law (Consol. Laws 1909, Chap. 31), 
Sec. 6, providing that ten hours’ labor shall constitute a 
day, applies only to street railroads whose line of travel lies 
principally within the corporate limits of cities of the first 
and second class, and Penal Law (Consol. Laws 1900, Chap. 
40), Sec. 1271, has no application to this case, as the motor- 
man and conductor had not been on duty for sixteen 
hours. (Gleason v. Hudson Valley Ry. Co., 128 N. Y. Sup., 
759.) 


Ohio.—Assault by Inspector—Master’s Liability. 

The liability of a carrier for injuries to a passenger from 
an assault committed by an inspector depended on whether 
the inspector at the time of the assault was acting within 
the scope of his employment. (Goodwin y. Cincinnati 
Traction Co., 175 Fed. Rep., 61.) 


Rhode Island.—Collision with Vehicles—Burden of Proof. 

A driver of a vehicle struck by a street car, in suing for 
his injury, has the burden to show exercise of care by him- 
self, and that the accident was caused by negligence of the 
company’s employees. (St. John y. Rhode Island Co., 79 
At. Rep., 1101.) 


Texas.—Master and Servant—Injury to Lineman on Tower 
Wagon. 

An employee of an electric railway company employed 
to repair wires by means of a tower wagon is not guilty 
of contributory negligence in working on the wagon, and 
could assume that he would be safe from cars running into 


the wagon. (El Paso Electric Ry. Co. v. Shaklee, 138 
S. W. Rep., 189.) 

MISCELLANEOUS 
Washington.—Electricity Supply—Performance of Con- 


tract. 

Where the voltage required by a contract to supply elec- 
tricity was not less than 580, the fact that it dropped below 
that requirement on a few occasions, while in some in- 
stances the voltage was above the contract requirement 
during fifteen-minute periods which were to be used as a 
hasis for ascertaining the amount of power furnished, did 
not constitute a breach of the contract where there was no 
claim that the railway company receiving the power was 
damaged by lack of power or received less than it required. 
(Seattle R. & S. Ry. Co. v. Seattle-Tacoma Power Co. 116 
Pac. Rep., 280.) ; 
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News of Electric Railways 


Interurban Rights and Other Toledo Matters 


The question of handling interurban cars was discussed 
ata conference between Attorney Rathbun Fuller and City 
Solicitor Schreiber at Toledo, Ohio, on Feb. 16. President 
Coates of the Toledo Railways & Light Company was pres- 
ent. It developed that the contracts between the interurban 
railway companies and the Toledo Railways & Light Com- 
pany terminate when the franchise on the lines which they 
use expires, It is said that most of these contracts have 
already expired and must be renewed after the new fran- 
chise is granted. Representatives of all the interurban 
roads have been asked to be present on Feb. 20 for the 
further discussion of this question. 

At the meeting, on Feb. 16, the Toledo & Indiana Rail- 
way Company was represented by S. C. Schenck and C. F. 
Chapman, Jr. Mr. Schenck stated that his company paid 
the Toledo Railways & Light Company 3% cents for every 
passenger carried inside the city limits. This is more than 
the company is at present collecting from its own passen- 
gers. Mr. Schenck said he believed that if his company 
collects a fare of 5 cents for the service inside the city limits 
the division should be equal. However, his company does 
not desire to carry local passengers and would prefer, in 
any new arrangement made, that provision be made that 
interurban cars shall not be required to stop for passengers, 
as much time is lost through frequent stops within the city 
limits. This company pays $500 per month to the local 
company for the use of its tracks for passenger and freight 
cars during the winter and $600 during the summer. 

No carload freight is hauled over the city streets by the 
interurban lines. This is avoided by a contract with the 
Terminal belt line, which takes the carload business over 
its own lines. 

At the conference on Feb. 16 the question of fare was 
reached by the negotiators, but it was agreed to pass it 
for the present and take up other subjects. No date for 
the consideration of this point was selected. Attorney 
Fuller objected to giving the city the right to order the 
company to change its system of accounting, because of the 
expense that would be involved. He suggested that the 
system approved by the American Electric Railway Asso- 
ciation be used. This system is now in use by the company. 
It was agreed that the company shall furnish a bond of 
$100,000 to insure that it will comply with the terms of the 
ordinance. 

On Feb. 16 Carl Nau, who represents the city as an expert 
accountant, informed Mayor Whitlock that he would have 
a man begin work on the books of the company on Monday, 
Feb. 19. From the data gathered by Mr. Nau and his assist- 
ants, facts concerning the operation of the road on a 3-cent 
fare will be secured. This information will be used in set- 
tling the schedule of fare to be used, if a sliding scale is 
adopted, or a fixed rate if it is decided to adopt this plan. 
The trial period of operation at this rate will end on April 
8, but will probably be removed at the end of this time if 
the results are satisfactory to the company officials. 

The negotiators reached an agreement on Feb. 13 to the 
effect that the city shall not direct any change in the motive 
power, trolley wires and poles of the company for eight 
years after the granting of a new franchise and that a notice 
of one year must be given after the expiration of that 
period in case any change is desired. This will make it 
impossible for the city to compel any changes of this kind 
for nine years. Attorney Fuller at first insisted upon a two 
years’ notice, but compromised on one year. The clause 
adopted provides for the use of electricity as a motive power 
and that no change shall be made without the consent of 
the city. Overhead trolley wires are to be used and Council 
may from time to time fix the height of poles and wires 
from the street and say where they shall be located. The 
city is allowed to use the poles and apparatus for carrying 
its telegraph and fire alarm systems. Competing companies 
may use % mile of the company’s wires for each mile of 
their own construction, as provided for the use of tracks. 

According to the report made public the latter part of 
last week, the net income from all departments of the 


Toledo Railways & Light Company was $1,014,534. The 
total interest paid was $820,424, leaving a surplus of $194,- 
110. The net earnings of the railway department were 
$478,372. The operating expenses of the railway depart- 
ment include maintenance at 6 cents per car mile. Of the 
gross earnings of the electric, gas and heating department, 
$250,732 was charged to the railway department for power 
at I cent per kw-hr. The company owns 116.9 miles of city 
tracks and also owns all the capital stock of four inter- 
urban roads with a total of 125.71 miles of track. 


Recommendations for South Brooklyn Rapid Transit Lines 


_ President McAneny, of the borough of Manhattan, New 
York, has introduced into the Board of Estimate the re- 
port of the committee, of which he is chairman, on the 
South Brooklyn rapid transit lines which it is proposed 
to build. This is supplementary to the report of his com- 
mittee of last June. The original tri-borough plan provided 
for the extension of the Fourth Avenue (Brooklyn) subway, 
now in course of construction, from its present terminus 
at Porty-third Street to Fort Hamilton, with an extension 
branching out under Thirty-ninth Street as a subway con- 
tinuing under New Utrecht Avenue and West End Avenue, 
and as an elevated road along Stillwell and other avenues 
to Coney Island. 

The committee has decided to modify this as follows: 

1. An extension of the present Fourth Avenue subway 
from Forty-third Street as a four-track subway to a point 
to be determined later, where a connection can be made with 
an extension to Staten Island. From this point the Fourth 
Avenue line would run as a two-track subway to Eighty- 
sixth Street. 

2. An extension of the Fourth Avenue subway through 
Thirty-ninth Street, as a three-track subway to New Utrecht 
Avenue. Thence the line would be elevated to Coney 
Island. 

This plan does not take in the removal from the street 
surface of the Sea Beach and Culver lines to Coney Island, 
which was included in the offer made by the Brooklyn 
Rapid Transit System on March 2 and April 25, r911. The 
Board of Estimate assumes that the company will be willing 
to operate the Fourth Avenue extension to Eighty-sixth 
Street and Coney Island, and will also elevate its present 
beach lines to Coney Island. These are: 

1. A three-track elevated line on the Sea Beach right-of- 
way from Sixty-second Street to Coney Island. 

2. A three-track elevated line on the old Culver route 
from Tenth Avenue to Coney Island. 

The lines would, the Board of Estimate committee de- 
clares, be operated in connection not only with the present 
Brooklyn Rapid Transit lines, but also the new system 
which it is proposed to grant to the company—that is, the 
Broadway-Lexington Avenue route, Fourth Avenue, Brook- 
lyn; the Brooklyn loop, the Broadway and Fifty-ninth Street 
lines, and the lines to Astoria and Corona, in Queens. 

The company has promised to give free transfers between 
the extension of the Fourth Avenue Subway at Eighty-sixth 
Street and the surface cars running to Fort Hamilton. 

The committee also considered favorably the construction 
of a tunnel from the extension of the Fourth Avenue sub- 
way to Staten Island. It suggests that from some point to 
be determined, which is likely to be about Sixty-fifth Street, 
a tunnel be run under the bay, which could be used jointly 
by the city as a passenger subway and by the railroads 
with terminals in Staten Island or New Jersey as a freight 
road. It is estimated that such a tunnel would cost $12,000,- 
000, and that the railroads might be willing to pay half. 
Of the city’s $6,000,000, $1,000,000 could be charged off from 
the cost of subways by an arrangement with the Board of 
Water Supply. When the Catskill aqueduct system is com- 
plete it is intended to bring the water for Staten Island 
from Brooklyn by a pipe under the Narrows. The engi- 
neers state that there is no reason why the water pipe should 
not be carried along the joint passenger and freight tunnel, 
and that thereby the city would be saved an expenditure 


of $1,000,000. 
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The report was signed by Borough Presidents McAneny, 
Miller and Cromwell and all the Public Service commis- 
sioners except Commissioner Cram. The conference com- 
mittee on rapid transit will act on the report of the com- 
mittee next week. 


Detroit Traction Affairs 


On Feb. 16 Fred A. Baker, an attorney representing the 
Detroit United Railway Company, filed an answer to the 
suit recently started by Corporation Counsel Lawson to 
compel the company to carry passengers to and from the 
city limits on both the Jefferson and Grand River Avenue 
lines at all hours of the day and night for a single fare. 
Mr. Baker argued that the company’s franchise in the terri- 
tory recently annexed to the city gives it the right to col- 
lect an extra fare over those portions of the lines. 

The Supreme Court of Michigan recently decided that 
workingmen’s tickets must be accepted for a continuous ride 
to and from the present city limits during the hours pro- 
vided in the franchise. This is now being done, but the 
decision has been appealed to the United States Supreme 
Court. Mr. Baker maintains that the company has a legal 
right to continue collecting an extra fare pending the deci- 
sion of the higher court. 

The Wayne County Circuit Court, Judges Mandell, Hos- 
mer and Murphy on the bench, handed down a formal de- 
cree on Feb. 15 in the case of the city against the Detroit 
United Railway to the effect that the company must pay 
$200 a day as rental on the lines where its franchises have 
expired or vacate. In order to enforce this decision, the 
court wrote into the decree the condition that if the com- 
pany neither paid the rental nor removed its property from 
the streets, then the tracks would be declared a public nui- 
sance and the court will grant a writ of assistance to put 
the company off these particular streets, without further 
hearing or argument. In effect the court has already 
granted the writ to be issued on request of the Common 
Council. The court, however, declined to grant judgment 
for the back rental which Corporation Counsel Lawson 
claims is due for the time between the alleged expiration 
of the franchises and the date of the decree. It is held that 
the city must recover that, if it is recoverable, in another 
action. Both sides will appeal to the Michigan Supreme 
Court. Mr. Lawson will contend for the recovery of back 
rental, while Mr. Baker will object to the grant of a writ 
of assistance and the other relief which the decree gives the 
city. 


New York City Transit Notes 


On Feb. 13 the Public Service Commission let the con- 
tract for Section 9 of the Broadway-Lenox Avenue line of 
the projected New York City subway. This section ex- 
tends from Sixty-seventh Street and Seventy-ninth street 
in Lexington Avenue, Patrick McGovern, of Boston, ob- 
tained the award for $1,961,000, which was the lowest bid. 
He put up a bond for $50,000. 

John D. Crimmins, Daniel M. Brady and Samuel A. Me- 
gath, as a committee of contracting creditors of the New 
York City Railway, filed exceptions in the United States 
District Court on Feb. 19 to the report filed by William L. 
Turner on Feb. 7 last. Objection is made to the finding of 
the master that delivery of collateral improvement notes of 
the Metropolitan Street Railway was the consideration for 
the promise of the New York City Railway to furnish it 
with money under the leases and contracts, on the ground 
that under these leases and contracts this obligation was 
imposed upon the Metropolitan Street Railway. It is fur- 
ther claimed that the receiver of the Metropolitan Street 
Railway and the company itself had no part in the proceeds 
and that the New York City Railway has a valid claim 
against the estate of the Metropolitan Street Railway in the 
sum of $4,000,000 for improvements. It is further claimed 
that the report should include that the New York City Rail- 
way is entitled to the sum of $233,483 for investments and 
also that the New York City company is entitled to use the 
4-5 per cent improvement notes of the Metropolitan Street 
Railway of the face value of $1,000,000 now in its possession, 
as a set-off or counter claim against the claims of the Metro- 
politan Street Railway. 


[Vor XXX eNoes: 


On Feb. 14 Mayor Gaynor returned to the Board of Esti- 
mate duly approved the resolution of that body granting 
the Third Avenue Bridge Company an extension of time 
to commence operation of its railway on East Fifty-ninth 
and East Sixtieth Streets between Third Avenue and the 
Queensboro Bridge, and over the bridge on Jackson Avenue 
in the borough of Queens. 


Cleveland Traction Affairs 


The new schedule on Superior Avenue, Cleveland, was 
put into operation last week. Every other stop has been 
eliminated and the schedule time is fixed at twenty-eight 
minutes, a reduction of four minutes from the original. To 
better the running time ‘still further, every third car is 
turned at the carhouses on 105th Street. On Feb. 19 Street 
Railway Commissioner Peter Witt said that the cars had 
not yet been able to get down to the new schedule, and 
some of them were running as much as twelve minutes 
behind. Mr. Witt, however, said that it is the duty of the 
company to see that the schedule is maintained and that 
it was not for him to carry into effect the order made by 
the City Council. 

It has been intimated that the statement of the Cleveland 
Railway Company for January will show a large deficit in 
the operating fund and that the officers will in all proba- 
bility ask for an increase from 11% cents to 12% cents per 
car mile in the allowance under the Tayler grant. During 
the eight months that the company was allowed the larger 
amount an old deficit was wiped out, but it is said that the 
operating expenses are increasing and it is apparently neces- 
sary to have this increase. Street Railway Commissioner 
Witt would not say on Monday, Feb. 19, whether he would 
recommend the increase or not. It is believed that the 
difference would make such a heavy cut on the interest fund 
that it would endanger the present fare and probably neces- 
sitate the restoration of a charge of I cent for transfers. 


First Report of Connecticut Utilities Commission 


The Public Utilities Commission of Connecticut has made 
a preliminary report to Governor Simeon E. Baldwin cover- 
ing the period from Sept. 9 to Dec. 31, 1911. The first com- 
plete report will be made in December, 1912. The work of 
the commission has so far been largely preliminary, so that 
the summary of its work is brief. The commission says 
that it has been difficult to obtain a complete and accurate 
list of the active public service corporations in the State, 
but to date it stands as follows: Steam railroad, 7; street 
railway, 13; telephone, 2; telegraph, 2; express, 1; water, gas 
and electric light, 179, making a total of 204. 

Under the head of “complaints and petitions” the commis- 
sion enumerates the Bridgeport complaint regarding high 
steps on trolley cars and the order made for its abatement: 
and also the hearing on the Manchester fare matter, which 
has not yet been decided. The commission has ordered the 
construction of a new highway bridge in New Haven, the 
cost to be divided between the city and the Shore Line 
Electric Company. 

An appendix of the report gives the ruling of the com- 
mission in the question as to the degree of publicity to be 
given to facts, circumstances and evidence given before the 
commission. The laws under which the commission oper- 
ates are also included in the pamphlet. 


March Meeting of American Railway Engineering 
Association 


The thirteenth annual convention of the American Rail- 
way Engineering Association will be held in the Congress 
Hotel and Annex, Chicago, IIL, Tuesday, Wednesday and 
Thursday, March 19, 20 and 21, 1912. The sessions of the 
convention will be held in the Florentine Room of the Con- 
gress Hotel and Annex, beginning at 9 a. m. and 2 p.m 
daily. The business before the convention will be the 
annual election of officers, the address of the president 
reports of officers and the consideration of the reports of 
the twenty-one standing and special committees. The an- 
nual dinner will be given on the evening of March 20, in 
the Gold Room of the Congress Hotel and Annex, begin- 
ning at 7 p.m. The following speakers will address the 
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members and guests: L, F. Loree, president Delaware & 
Hudson Company, New York (past-president of the Ameri- 
can Railway Association); Hon. F. D. Monk. K Ce. ee 
Minister of Public Works in the Dominion Cahine Onawe, 
Canada, and Ray Morris, Railway Age Gazette, New York. 


PROGRAM OF ASSOCIATION MEETINGS 


New York Street Railway Association 


; The Street Railway Association of the State of New York 
is to hold its fifteenth quarterly meeting at the Fort William 
Henry Hotel, Lake George, N. Y., on the evening of Tues- 
day, March 12, and on Wednesday, March 13. The Tuesday 
evening session will be opened with an informal dinner at 
7:30 o'clock at the Fort William Henry Hotel, after which 
two speakers will address the meeting. There will be morn- 
ing and afternoon sessions on Wednesday, March 6, at the 
Fort William Hotel, at which the program hereinafter given 
will be carried out. All requests for hotel accommodations 
should be made as early as possible to Mortimer M. Kelly, 
manager, Fort William Henry Hotel. The program follows: 

“Method of Ordering and Handling Stores, Including Dis- 
position of All Scrap Material,” by H. M. Butler, purchasing 
agent New York State Railways, Rochester. 

Papers on “What Economies Can Be Profitably Effected 
in the Following Departments,” viz: (a) transportation de- 
partment, J. F. Hamilton, superintendent of transportation 
United Traction Company, Albany; (b) maintenance of way 
department, B. E. Tilton, engineer maintenance of way New 
York State Railways, Rochester; (c) electrical department, 
R. A. Dyer, Jr., assistant general manager Auburn & Syra- 
cuse Electric Railroad, Syracuse; (d) mechanicai depart- 
ment, J. P. Barnes, electrical engineer Syracuse Rapid Tran- 
sit Railway, Syracuse; (e) accounting department, F. E. 
Belleville, auditor Schenectady Railway, Schenectady. 


New England Street Railway Club 


The twelfth annual banquet of the New England 
Street Railway Club will be held at the Hotel Somerset, 
Boston, on Tuesday evening, March 19, 1912. The speak- 
ers for the evening will be Eugene N. Foss, Governor of 
Massachusetts; Henry Cabot Lodge, United States Sena- 
tor; Judson C. Clements, Interstate Commerce Commis- 
sion; W. B. McKinley, Congressman from Illinois and 
president of the Illinois Traction Company; Patrick Cal- 
houn, president United Railways of San Francisco; Thomas 
N. McCarter, president American Electric Railway Asso- 
ciation and president of Public Service Company, Newark, 
N. J., and Oscar T. Crosby, president of several electric 
railway and lighting companies, electrical engineer and ex- 
plorer. The toastmaster will be Asa P. French, United 
States district attorney. The final detailed announcement 
will be published later. 


Receivership of the Kansas City Viaduct & Terminal 
Railway Terminated.—Ira G. Herrick has been discharged 
as receiver of the Kansas City Viaduct & Terminal Railway 
and the property has been turned back to the officers of 
the company. The relations which exist between the Kan- 
sas City Viaduct & Terminal Railway and the Metropolitan 
Street Railway, Kansas City, Mo., were referred to in the 
Exvecrric Raitway Journar of Dec. 16, IQII, page 1253. 


Another Utility Bill in Washington.—Repiesentative 
Doremus of Michigan has introduced in the House a bill 
to create a public utility commission for the District of 
Columbia to have jurisdiction over all the quasi-public cor- 


porations. The commission is to consist of five members, 
to be appointed by the President with 


the consent of the 

Senate. The members of the commission are all to reside 

in Washington and the salary of each member is to be 

$12,000 a year. The expenses of the commission are not 
, . 


to exceed $250,000 a year. 

Proposed Electrical Ordinance at Minneapolis.—The ed 
Council has prepared an ordinance regulating: the — : 
tion, operation and maintenance of all outside phe ea 
and underground electric wires, poles, cables, conduits, ap- 
pliances, fixtures and apparatus carrying current in ar 
of 650 volts. The ordinance provides a number of methods 


of advising both the public and employees of the dangers 
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connected with all wire or apparatus carrying electric cur- 
rent, and is drawn along the exact lines provided in an 
order issued by the State Labor Commission. 

Scranton Traffic Statistics—At the recent banquet ten- 
dered by the Scranton Railway to 150 employees at Hotel 
Casey, ad reasurer C. L. S. Tingley, representing the Ameri- 
can Railways Company, the holding corporation, stated that 
the Scranton lines carried more passengers last year than 
in any previous year, the total being 29,000,000, of which 
28,451,000 were cash fares. Each fare (4.47 cents) was 
divided into the following parts: Maintenance of way and 
structures, 0.31; equipment, 0.44; machinery, 0.30; transpor- 
tation, salaries, etce., 1.12; general expenses, damages, etc., 


0.44; taxes, 0.15; interest on bonds, 0.93, and profit for stock- 
holders, 0.69. 


Governor of Pennsylvania Names Commission to Draw 
Liability Bill—Governor Tener has named the members of 
the state commission which is to draft a workmen’s com- 
pensation or employers’ liability bill to be presented to 
the next Legislature. The members of the commission are 
David R. Reed, Pittsburgh, lawyer, chairman; J. Barry 
Colahan, Philadelphia, lawyer; Morris Williams, Philadel- 
phia, and George C. Hazel, Chester, representing employ- 
ers; Francis Feehan, Pittsburgh, district leader of the 
miners’ union, and John J. Cushing, Monessen, rod mill 
roller, representing employees; Prof. Francis H. Bohlen, 
law department of the University of Pennsylvania, expert 
and secretary of the commission. 


Electric Railway Extensions in Western New England.— 
The Western New England, a paper published by the Spring- 
field Board of Trade, contains in its January issue an ac- 
count of extensions being made in that part of New England 
by the Berkshire Street Railway Company. A connection 
is being made with the system at Springfield, Mass., and 
heavy type of construction is being used. The article also 
describes the advantages to the towns along the route of 
a frequent freight and passenger service. The same issue 
contains an article on the “Need for Transportation in 
Western Massachusetts,’ by L. A. Storrs, now vice-presi- 
dent of the Connecticut Company. Mr. Storrs points out 
that the need of this territory is better transportation 
facilities. 


LEGISLATION AFFECTING ELECTRIC RAILWAYS 


KENTUCKY 
A House committee of the Kentucky Legislature, now in 
session at Frankfort, recently reported favorably upon a 
measure which prohibits the issuance of passes by steam or 
electric railroads operating in Kentucky. The bill provides 
a fine of from $500 to $2,500 for each violation of the law. 


MASSACHUSETTS 


The committee on street railways has sent in an adverse 
report on House Bill 333, which provided that no street or 
elevated railway company shall carry on any car, either 
within the car or on the platform, more than five passengers 
who are unprovided with seats, and the House has accepted 
the report. The House has also sustained the committee 
in an unfavorable report on House Bill 646, which was pre- 
sented on petition of C. R. O’Connell, for the purpose of 
forbidding street railway companies to charge more than 
one-half the regular fare for the transportation of pas- 
sengers unprovided with seats. Leave to withdraw has been 
reported by the committee on House Bill 877, which re- 
quired street railways to pay damages to abutters on high- 
ways in cases where a track is laid and operated at one side 
of the highway, the minimum damage being set at one-third 
the assessed valuation of that part of the estate lying within 
200 ft. of the street line. An adverse report has been sent 
in by the committee upon House Bill 1070, which provided 
that conspicuous day and night signals shall be furnished 
every drawbridge over which street railway cars are oper- 
ated, so as to indicate to the motorman of every approach- 
ing car whether the draw is open or closed. House Bill 
1485, providing that fares shall not be over 3 cents on street 
railways from 5 a. m. to 8 a. m,, and 5 p. m. to 7 p. m,, has 
been unfavorably reported by the committee. An adverse 
report has been submitted to the House upon Bill 1586, 
which requires street railways to equip their cars with fen- 
ders and wheelguards. Great interest was shown in a hear- 
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ing last week upon a bill to reduce the hours of street rail- 
way employees to nine hours in eleven. The hearing was 
held in the evening, in order to enable transportation em- 
ployees to attend in large numbers. Sentiment was divided 
with respect to the bill, and after preliminary discussion 
about two-thirds of the employees present expressed them- 
selves as opposed to its passage. For the street railway 
companies, Bentley W. Warren pointed out that the pas- 
sage of the bill would result either in the reduction of street 
car service or a decrease in wages. The manayers of the 
principal companies in the State believe that they are con- 
sidering the best interests of their men in their opposition, 
and that the advocates of the bill do not realize that such a 
rearrangement of runs as would be necessary must mean 
the lowering of wages, and that not over nine hours’ work 
could be permitted, even if employees desired to work be- 
yond that period. Various employees speaking against the 
bill pointed out that air brakes, vestibules and other mod- 
ern equipment render the work of the motorman easier than 
in former times. A. S. Richey, superintendent time tables 
Bay State Street Railway, pointed out that under the new 
bill if extra men were not employed the company would 
have to drop out 3498 trips per day, or 11.4 per cent of the 
present service. If extra men were required, 3294 would be 
necessary in addition to the present number, or an increase 
of 46 per cent. This would increase the yearly payroll by 
$1,238,600, at the minimum wage of $10 per week, or 21 per 
cent of the total wages paid. Meeting the contention of the 
advocates of the bill that the average length of service is 
3.5 years, Mr. Richey said that the average length of service 
of the men who have been on the lines over a year is 8.14 
years, and that 551 men, or 7.7 per cent of those employed, 
have been in the company’s service twenty years or more. 
He further stated that in twenty years the capacity of open 
cars has increased 48 per cent, and of closed cars 36 per 
cent. The speed has increased 16 per cent, and wages have 
risen 31.5 per cent. Twenty years ago no cars were 
equipped with air brakes or headlights, while to-day 34.3 per 
cent are equipped with the former and 27.8 per cent with 
the latter. Only thirty-six interurban cars in the entire 
State are not so equipped. The weight of rails has increased 
54 per cent in the past twenty years. C. S. Sergeant, vice- 
president Boston Elevated Railway Company, also spoke 
in opposition to the bill, stating that he felt that he was 
speaking in behalf of the employees themselves.. He pointed 
out that great difficulty would be experienced in handling 
the rush hour traffic under the bill, and also said that at 
present the majority of runs are so divided that each em- 
ployee has a rest period of about one and a half hours 
in the middle of his runs, and that if this should be cut off 
it would be undesirable from all standpoints, including that 
of the employees. Further, as employees are paid by the 
hour, a reduction in the working time would result in a re- 
duction in the amount which each man could earn, and 
there would not be any possibility of making up for the 
time lost, as in some lines of industry. The companies can- 
not afford to pay for work not done, and Mr. Sergeant said 
that a substantial reduction in trips would be necessitated 
on the Boston Elevated system if the bill should pass. The 
committee on metropolitan affairs has reported a resolve 
requiring the Boston Transit Commission to investigate and 
report to the next Legislature upon the cost of extending 
the authorized Dorchester subway, specifying the route. 


VETS Sissel 


The Potter bill, which places all public utilities in Miss- 
issippi under the jurisdiction of the Railroad Commission, 
was passed by the Senate of the State Legislature on Feb. 
lt by a vote of twenty-three to ten. The bill is now before 
the House. Even public utilities owned by municipalities 
would come under the control of the new body. 


NEW YORK 


A bill has been introduced in the Senate which provides 
for a special election in the city of New York on April 2, 
when the people can vote on the proposition for the munici- 
pal operation of subways. A bill has been introduced in the 
Senate to amend the railroad law which requires every 
train of two or more cars on a steam or electric railroad in 
the State to carry two competent engineers or motormen. 
A penalty of $25 for each day the law is violated is to be 
collected by the Public Service Commission. 
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Financial and Corporate 


Stock and Money Markets 


Feb. 20, 1912. 

Stock transactions entered into on the New York Stock 
Exchange this week have been in the smallest volume 
recorded since last July. To-day’s market was exceedingly 
inert, and practically none of the usually active stocks was 
traded. Prices have not moved appreciably during this in- 
activity. There continues to be an abundance of idle money. 
Funds are being shipped abroad as soon as opportunity 
offers, where much better rates are obtainable than are 
quoted here. Rates in the New York market to-day were: 
Call, 24@2% per cent; ninety days, 234@3 per cent. 

Prices advanced throughout the Chicago list to-day. Chi- 
cago Railways income 4 per cent bonds rose from 54% to 
59%. 

The Philadelphia market has been quiet during the week, 
and no feature of moment developed in to-day’s trading. 

Copper shares have occupied the Boston Exchange this 
week. Although trading to-day was in narrow volume 
several advances were made. 

Demand continues to be very light in Baltimore and 
prices show but fractional changes. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


American Brake Shoe & Foundry (common)........ a95i4 a94 
American Brake Shoe & Foundry (preferred)....... al36% al32 
American Cities Company (comimon)........-+:-.---- 2934 *293%4 
American Cities Company (preferred).............. 80% *80% 
American Light & Traction Company (common)..... a300 a302 
American Light & Traction Company (preferred)....a107 al08 
American Railways (Cotipatiy.i. t<<thcwse sa cee acces a45 a45% 
Aurora, Elgin & Chicago Railroad (common).......... *39% a44 
Aurora, Elgin & Chicago Railroad (preferred)....... *84 a86% 
Boston. ..Blevated. |Rathwaye.te iaaes pas uses sae oe ae al32 al32 
Boston Suburban Electric Companies (common)...... al5 al5 
Boston Suburban Electric Companies (preferred)..... 74 a74 
Boston & Worcester Electric Companies (common).... al2% al2% 
Boston & Worcester Electric Companies (preferred)... a58 a57 
Brooklyn. Rapid Tyansit Comipany. .. 2.05 .<. scenes 77% 78 
Capital Traction Company, Washington............. al23% al23% 
Chicago: City” Ratkeray's. 4.25 oie eies aes iv te eee nee al90 al90 
Chicago Elevated Railways (common)............... a36™% a36% 
Chicago Elevated Railways (preferred)............. a4 ao4 
Chicago. Railways; pteptg., Glia dic. oes es een nee umees al0l al00 
Chicago Railways; ptepite., "ctf. Bllss5 o65% oa. cece a36 a354 
Chicago Ratlways, ptcpty.; eth, Scns wack 4 ucues crests all al0% 
Chicago Railways, ptepiay. cise Soews Oeeeee vices wees a6 a6 
Cincmmatir Street Railwilvyvce ccaeereae otc en atom eee al31 ai30% 
Cleveland: ‘Railway = 2. cts dee ct ate MAe ees us COR Meee ae al30% *130% 
Cleveland, Southwestern & Columbus Ry. (common).. *4 *4 
Cleveland, Southwestern & Columbus Ry. (preferred). *33 *33 
Columbus Railway & Light Company................ a80 a80 
Columbus Railway (commen) <... ii.000+. cs eckvewes a80 a80 
Columbus. Rathway (preferred) ; Gov... < .s<s<cscne eee al00 a92% 
Dayton Street Railway (common)................+: a25 a25 
Dayton Street Railway (preferred)................. al0l al0l 
Denver & Northwestern Railway.............-.0e00- "137 TST 
Detroit Wntted, Rawlwiysss dannekean nee tea eres 70 a70 
General. Electric ‘Company. cc.tossene co xanes xk anenee 157 159% 
Georgia Railway & Electric Company (common)..... 174 al68” 
Georgia oe & Electric Company (preferred)... a&8 a87%4 
Interborough Metropolitan Company (common)...... 17% 173%4 
Interborough Metropolitan Company (preferred)..... 56% 56% 
[International Traction Company, 4% notes, rets..... a B "75 
Indiana Union _ Traction Company Oe es ee bi") *9 
Kansas City Railway & Light Company (common).... a22 a22 
Kansas City Railway & Light Company (preferred)... a52 52 
Lake Shore Electric Railway (common).............. wis = 
Lake Shore Electric Railway (1st preferred).......... *90 *900 
Lake Shore Electric Railway (2d preferred)......... *22 *22 
Manhattan: Radway, chins <4 cues een eee an tee al38% al 38 y 
Massachusetts Electric Companies (common).......... a20% allt 
Massachusetts Electric Companies (preferred)......... a4 a4 F 
Metropolitan Street Railway, New York............. *8 *8 
Milwaukee Electric Railway & Light (preferred).... 105 105 
Norfolk Railway & Light Company...............+0. 26 *26 
Worth American Companyicss susuaaieneers tants: cae 78% 78% 
Northern Ohio Light & Traction Company (common). a60 a62 
Northern Ohio Light & Traction Company (preferred.)al05 al05 
Philadelphia Company, Pittsburgh (preferred)........ a4434 ad44 
Philadelphia Company, Pittsburgh (common)........ as4yy “$4i4 
Philadelphia Rapid Transit Company................ a24 a23% 
Portland Railway, Light & Power Company.......... 70% *70% 
Public Service Conporationi., scnaeeesn aes See al08 al0& 
Seattle Electric Company (commom)........csescec. 113% “115% 
Seattle Electric Company (preferred)..............., al02% 102 . 
Third: Avenue Railway, New W0tivascak. cue vce cde oe 41% 414 
Toledo Railway & Light Company. oc gees «sees ban 8% 3" 
Twin City Ra pid Transit, iioncanes (common)....a106— 106 
United Ry. & Electric Company (Baltimore).......... 20% 20% 
United. Rys,) Inv. (Coy (Gammon) yoy seen nee ee 3654 36. 
United Rysu Inw_ Co. (pteterred)occeees eee ce oes 64% 64 
Virginia Railway & Power Company (common)...... a4 a47 4 
Virginia Railway & Power Company (preferred)..... a88 a&8i, 
Washington Ry. & Electric Company (common)...... ab9l4 a72t 
Washington Ry. & Electric Company (preferred)..... a925@ 494 
West End Street Railway, Boston (common)........ a&88& a88 34 
West End Street Railway, Boston (preferred)....... al02% al02— 
Westinghouse Bilect &@ Mir (Gos cease en ennnneens a72 a73 3% 
Westinghouse Elec. & Mfg. Co, (1st DIEE. eevee tert all9% al197% 
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ANNUAL REPORTS 


Quebec Railway, Light & Power Company 


The annual report of the Quebec Railway, 
Company for the year ended June 30, torr, 


ment from R. Forget, the president, 
follows: 


“The gross earnings for the year were $1,280,126 as com- 
pared with $1,127,052 in 1910, an increase of $152,174. 

The operating expenses were $661,907 as compared with 
$644,563 in 1910, an increase of $17,344. 


The net earnings were $618,219, an increase of $134,830 
over I9QI0, 


Light & Power 
contains a state- 
which is in part as 


“After adding miscellaneous income from subsidiary com- 
panies’ earnings prior to July 1, 1910, and deducting fixed 
charges of $456,320, two dividends payable July 15 and 
April 15, 1911, amounting to $199,990, organization expenses 
of $10,681, and sundry interest earned of $11,100, there re- 
mains a surplus of $62,328. 

“The mileage on the city division of the Quebec Railway, 
Light & Power Company has been increased 0.26 mile by 
an extension of track in Limoilou ward from the exhibition 
grounds to the Charlesbourg Road. During the year ex- 
tensive repairs 
andrenewals 
have been made 
and the roadway 
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bonds, which have greatly increased the efficiency and en- 
abled the maintenance of a much improved service, The 
roadway is now in excellent physical condition. 

“Forty-eight gondola freight cars, 60,000 lb. capacity; 
fifteen box freight cars, 60,000 Ib. capacity, and two passen- 
ger motor cars of standard 400 class have been added to 
the equipment during the year, while one electric locomo- 
tive, constructed in the company’s shops, has been in oper- 
ation for some time with good results. 

“A new substation has been constructed at Ste. Anne de 
Beaupré and one 500-kw motor-generator set with exciter 
and transformers has been installed therein. 

“A new transmission line has also been constructed from 
Montmorency Falls to Ste. Anne de Beaupré and the voltage 
increased from 10,000 to 25,000, thus effecting a considera- 
ble saving, 

“The company’s hotel-at Montmorency Falls Park, known 
as the Kent House, has been enlarged and refurnished 
throughout. A number of new attractions have been added 
to the equipment of the Montmorency Falls Park and some 
of these have already proved profitable as well as serving to 
induce people to visit the park. 

“The construction of the Quebec County Railway was 
commenced in July, 1910, and the road opened for operation 
in September, 1910. Your directors are pleased to say that 
the earnings of this line have fully warranted the expendi- 
ture incurred in its construction. 

“A feature of the financial report is the substantial in- 


Dollars | 1595/1899 | 1900! 1901 | 1902/1903 | 190-4 | 1905] 1906 }1907 | 190s | 1909 1910] 1911 
350,000 L (a Dollars [1395] 1yvy] 1900/1901 | 1902] 193] 1904 |1905 | 1906 | 1907 [1903 | 1949] 1910] 1911 
340,00 | bel i 230,000 ia 
330,000 270,000 | 
320,000] | 1 111 ena eal 260,000 if I Bint Ht 
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290,000] T i [ 230,000 i 4 
280,000 ‘Diems ip 220,000 
oe pect 
a i (a 190,000] [ einlelai | 
240,000) 180,000 
240,000 < 
230,000 ai 170,000 + 
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Operating Statistics from Report of Quebec Light & Power Company 


is in excellent physical condition. Sixteen new cars of 
the modern ‘pay-as-you-enter’ type and ten open bench 
cars of standard type were purchased and put in service 
during the year. Two large sweepers and two snow scrap- 
ers were also added, which enabled the company to main- 
tain its service during the heaviest storms. — 

“All rolling stock has been maintained in first-class con- 
dition. 

“With the enlargement of the carhouse at St. Malo, the 
company has now ample room to accommodate its rolling 
stock. Provision has been made at these barns for addi- 
tions to the rolling stock and for the enlargement of the 
carhouse when rendered necessary by the companys busi- 
ness. 

“During the year the mileage on the Montmorency Di- 
vision has been increased by 3.5 miles of double track road 
from Beauport to Kent House Park. This extension runs 
through a thickly settled district and your directors oe of 
the opinion that it will be almost immediately remunera- 
Senco 2 miles of main line have been re-laid with Bo Ab- 
steel rails, the old rails taken up being used for sidings a 
various points. Additional tracks have also been ae oe 
yards at the Quebec terminal to facilitate the handling o 
the increasing freight traffic. The main line has been e 
bonded during the year with type E A electric welded rat 


crease in gross earnings of $152,174, with an increase in 
operating expenses of only $17,343. 

“Tn the opinion of your directors the various extensions, 
improvements and economies made during the year will 
commence to bear fruit only during the present year and 
will be reflected in the next annual report. fe 

“Tt is expected that the company’s new office building, 
which is being erected in the heart of the city at the corner 
of Crown and St. Joseph Streets, will be ready for occupa- 
tion very early in the new year. Many applications have 
already been received for office space in this building. The 
completion of the building will greatly facilitate the trans- 
action of the company’s business, admitting as it will of the 
consolidation of all the company’s executive offices in the 
one building.” 


Annual Report cf The J. G. Brill Company 


The report of President Rawle to the stockholders of The 
J. G. Brill Company for the year ended Dec. 31, I91I, was 
presented Feb, 12. Some of the main features of the re- 
port are printed below: 

“The output from the five plants owned and operated 
by The J. G. Brill Company for the twelve months ended 
Dec. 31, 1911, amounted to $5 870,907.47. For comparison 
the amounts of the combined sales of the five companies 
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for the five years last past are here given: 1907, $9,211,825; 
1908, $3,845,173; 1909, $4,261,204; 1910, $5,960,778; 1911, 
$5,870,907. 

“The combined profit resulting from the operation of the 
five plants during the year i911, after charging to repairs 
and maintenance of buildings, machinery and tools the sum 
of $164,986.95, amounted to $689,409.57, from which there 
has been set aside for depreciation $134,429.54, leaving a 
net profit for the year of $554,980.03. The usual quarterly 
dividend on the preferred stock, at the rate of 7 per cent 
per annum, amounting to $80,150, was declared by the 
directors at the meeting held Jan. 15, 1912, and was paid 
on Feb. 1. 

“The well-established policy of keeping up your properties 
in good physical condition was fully maintained during the 
year. I have indicated above the large sum expended out 
of earnings for this purpose and charged to operating 
expenses. The conservative policy in the matter of depre- 
ciation was again followed during 1911, as will be seen 
by reference to the large sum set aside out of profits for 
the year into the depreciation reserve. 

“While during the year 1911 the conditions which goy- 
erned the obtaining of orders and their execution by your 
companies were by no means normal, yet they were much 
improved in comparison with any year since 1907. This 
resulted in earnings from the year’s business sufficient, 
after the deduction of all the liberal allowances for repairs, 
maintenance and depreciation, not only to meet the full 
dividends on the preferred stock declared during the year 
but also to add to the combined surplus of your companies 
the sum of $234,380. 

“On Feb. 10, 1912, your combined companies had orders 
in process of completion amounting to $3,152,156, with a 
good outlook for profitable work to be executed the coming 
year.” 

The combined balance sheet of the companies as of Dec. 
31, 1911, and the condensed statement of sales and expendi- 
tures for the year 1911 follow: 


ComsBinep Batance SHEET Dec. 31, 1911. 


Assets: : 
Vial Ea OMMDL OD ERTIES .termnere acest eve/elaroccuaterste) sre itielers cece michel atetea oy $7,950,026 
(NEarena al Sauna Wan cia Cu agri sD OCES Siusreragarcuersitetslblaqe: sir eee eicie oats ole 1,342,500 
Bille "atid “accounts ceceivablé:i...5. sec ened cen euseuiwss 1,489,698 
DeivSS tle OIL Semen saneasecataletalncan cistersteleteievs aeancnerotolere te misterenetcuye oiicte, « 283,222 
(Cashin va ayeesstenatonene sate rey fievate ate reevene mines orate eotiy one ehiiele Ieoieuctene rere 349,442 
ee $11,414,888 

Liabilities: 
Preverxved!<cStOCle jayers sions is e\otelaress reteicesiesv.e1e ere aupraleteois oye ster fee $4,580,000 
(CKoyoaboeloyay LOK Gonnocogmoccue, 5,000,000 
Bonds (John Stephenson Co. : 400,000 
BIS ails tACCOLIMUES Pa yAD Oli eioisvelstsnereteracetereielecevesel reebotersteraiciere 690,367 
UIE DUIS marie lsy ote iersopenaere.s Pie evelere ove aye wie ever sisrtarsiwiayaye ror ecelalelel ars ovals 744,521 
: $11,414,888 
SALES AND Exprenpirures For YEAR 1911. 

Moral Msalesp vei! Voter. WiCOIME s.dyss ista-aiecuv braie'wi euttoierlereie ole avd $5,870,907 
Less operating, general and administrative expenses......... 5,181,498 
Orcas t Otte V.CaTe Wali sietare aneitatin: oor auia-cany tetereaatene SrA oeaesaee ot ofalencid soon aucka $689,409 
Less amount set aside and added to reserve for depreciation 134,429 
Net profit undistributed, added to surplus.............. $554,980 
Surplus account, from, previous vyeat.. i. seelviee esses. $598,816 
TESS UIISUTLLETLEG! Macarena cis iouc aie vevs lin cuatesAtatsront vaerprscec ta Sana eetaraicieas 88,675 
$510,141 
ECOL eM AS ra) OV Cmauarextiertetisare etoiattevets tn clctea aieterste siaiele iw eiires iret 


$1,065,121 


Less dividends paid during year 320,600 


Total combined surplus $744,521 


Advance Stone & Webster Report 


Stone & Webster, in advance of the issuance of their 
manual for 1912 of “Electric Railway, Electric Lighting, 
Gas and Water Power Companies” under their management, 
report capitalization and earnings for the year ended Dec. 
31, Tort, as follows: 


Combined Capitalization: 


UST 1910. 
Bomas cand GOUpOm! MOtESiic. ese ssc e nade cise $77,901,500 $68,328,500 
Preferred and common stocks.............. 83,631,100 79,394,700 
Fetal MONG isk ora abor sar ware cnn $161,532,600  $147,723,200 

_ Earnings, etc., Calendar Years: 1911. 1910 
Gicee ee seni ed Ue ee RidoN aa sis eh tssns.ni9 85 0 ks $22,848,480  $22,023.126 
INGE I COME murda avetemetrmelmereyiine + ace alata ensure e 10,427,605 9,771,211 
Interest and taxes 4,966,350 4,818,637 
Dividends paid 3,367,776 2,885,763 


aleice me cupueteete che hietaa RN a bre ee ety c fac cr 2,093,480 2.066.811 
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The statement of street railway mileage, capacity of 
power plants, etc., is as follows: 

Miles equivalent single track operated, 1130 in I9QII, 
against 1092 in 1910; passengers carried in IQII, 300,330,- 
000, against 286,943,000; total connected electric lighting 
load equivalent to (in 16-cp lamps) 2,341,880, against 2,094,- 
920 hp; total commercial power load, approximately 130,000 
hp, against 112,100 hp; total combined power station 
capacity, approximately 210,872 hp, against 185,800 hp, of 
which there is generated by water power 96,720 hp and 
84,400 hp, respectively. 


Improved Earnings in Philadelphia 


On Feb. 19 the board of directors of the Philadelphia 
Rapid Transit Company issued the accompanying report of 
operation for January and for the seven months of the fiscal 
year to Jan. 31, 1912, giving comparisons with the same 
periods for the previous fiscal year. These comparisons 
show a striking decrease in the deficits despite an increase 
in fixed charges. The increase in gross earnings for the 
seven months period was 5.65 per cent. The figures are as 


follows: 
Jam, 1982: jJan., 19k1. 
Percentage 
Earnings: ; Increase. R 
Gross passenger earnings.......+.++.-+ $1,730,719 5.12 $1,646,415 
Receipts from other sources.........-- ti ae 10.24 70,531 
Gross: Garniies o<.scuewees ane mee $1,808,473 5.33 $1,716,946 
Percentage, 
Expenses: Gross. 
Operating: expenses... 05 cxcsnncevcens 1,162,812 64.30 1,082,138 
Net earnings from operation........ $645,661 35.70 $634,808 
Fixed chatges scons: chncsect=enea eens 740,322 40.93 733,931 
Dehett: cthrats tanta Bio. b tapers a Faia reoe ieee eae $94,662 5.23 $99,123 
SrvEN MontHs Enpbep Jan. 31 
1912. 1911. 
Percentage 
Earnings: Increase. . 
Gross passenger earnings............. $12,587,067 3.52 $11,930,188 
Receipts from other sources.......... 565,813 8.96 519,292 
GToss Carmings sc Piwesc sus wea ae cave $13,152,880 5.65 $12,449,480 
Percentage, 
Expenses: Gross. 
Operating iexpenses: . 7, vee eee eae 8,021,299 60.98 7,612,557 
_Net earnings from operation....... $5,131,581 39.02 $4,836,923 
Bixed. charres docsa«.daseeeeuas neers 5,170,646 39.31 5,118,246 
BBY Sitcyt Mera apenr Aree br a eo oe $39,065 .29 $281,323 


Philadelphia Company Plans Increase in Capitalization 


A special meeting of the stockholders of the Philadelphia 
Company, of Pittsburgh, has been called for April 20 next 
to consider a proposed increase of the capital stock from 
$48,400,000 to $73,400,000. The increased capital is to be in 
the form of cumulative 6 per cent preferred shares. The 
preference also requires the payment of the par value and 
all accrued dividends on the preferred stock out of the 
assets of the company in case of liquidation or a distribu- 
tion of its assets. The preferred stock, however, does not 
carry the right to vote, except upon the question of the 
increase of the mortgage or secured indebtedness of the 
company or of the issue of further preferred stock of a 
priority to or parity with the proposed new issue, so long 
as dividends are paid upon it. In the event of default 
in the payment of dividends, this preferred stock shall carry 
with it the right to vote upon all corporate questions on 
an equality with any other stock of the company which is 
entitled to vote. The special meeting will also consider the 
proposition for an increase of the indebtedness of the com- 
pany to the amount of $10,000,000 by the issue of debentures 
hearing 5 per cent interest, maturing in ten years, and con- 
vertible at the option of the holders into cumulative pre- 
ferred shares of the company on the basis of twenty shares 
of stock for each $1,000 of debentures. 

The proposed changes in capitalization.are in pursuance 
of the comprehensive plans whereby the street railway 
properties of the Philadelphia Company are to be consoli- 
dated in accordance with the desires of the Pittsburgh City 
Council, and for the construction of a generating plant in 
the Pittsburgh district. 
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City Railway, Dayton, Ohio.—George G. Shaw has been 


elected a director of the City Railway to succeed R. R. 
Dickey, who declined re-election. 


Columbus (Ga.) Electric Company.—The Columbus Elec- 
tric Company has increased its capital stock from $250,000 
to $731,700. 


Cumberland County Power & Light Company, Portland, 
Maine.—The authorized issue of capital stock of the Cum- 
berland County Power & Light Company is to be increased 
from $1,000,000 to $5,000,000. This company controls the 
electric light, power and railway properties at Portland, 
Maine. 

Chicago & Milwaukee Electric Railway.—Kennett Cowan 
& Company have purchased practically the entire issue of 
6 per cent receivers’ certificates authorized in 1908 by order 
of the Circuit Court of the Eastern District of Wisconsin. 
They are a prior lien on the Wisconsin division. 


Chicago & Southern Traction Company.—According to 
The Economist, Chicago, the land, buildings and trackage of 
this company have been sold at auction to the bondholders 
by the Western Trust and Savings Bank as trustee, for the 
nominal sum of $200,000. The Chicago City Railway will 
take over the portion of the line within the city limits, 
while the outside lines will be operated by a new company 
with a capitalization of $1,000,000, to be known as the Chi- 
cago & Interurban Traction Company. Operation of that 
portion to be taken over by the Chicago City Railway will 
begin almost immediately, while the reorganization of the 
portion outside of the city limits will take several weeks. 
The names of those interested in the new company are 
withheld for the present. The new interurban line will 
operate its cars to a terminal at Harrison Street. 

Citizens’ Traction Company, Oil City, Pa—The proper- 
ties of the Citizens’ Traction Company and the Citizens’ 
Light & Power Company, of Oil City, Pa. have recently 
been purchased by Brown Brothers & Company, Philadel- 
phia, and their associates. The traction company has out- 


standing $1,000,000 common stock, $1,000,000 preferred stock: 


and $736,000 first mortgage 5 per cent bonds due 1935. 


Duquesne & Dravosburg Street Railway, Duquesne, Pa.— 
The Duquesne & Dravosburg Street Railway has increased 
its capital stock from $18,000 to $60,000. 

Indianapolis & Louisville Traction Company, Louisville, 
Ky.—The final report of John E. Greely, receiver of the 
Indianapolis & Louisville Traction Company, has been filed 
in Indianapolis, Ind., showing the earnings of the road for 
January, 1912. A decree of the Federal Court in Indianap- 
olis has ordered that the receivership be concluded and that 
the railway property be disposed of at a public sale at an 
early date. The increase in earnings of the road for Janu- 
ary, 1912, was 6 per cent, compared with the same month 
of the preceding year. The gross earnings amounted to 
$8,055.91, with operating expenses for the month totaling 
$5,331.85, so that the net returns were $2,724.06. The re- 
ceivership was begun in June, IQII. 

Lake View Traction Company, Memphis, Tenn.—A spe- 
cial meeting of the stockholders of the Clarksdale, Coving- 
ton & Collierville Interurban Railway has been called for 
Feb. 29 to vote on purchase of the property of the Lake 
View Traction Company. 

London Underground Railways.—The price at which 
15,000 £10 shares of the Underground Electric Railways 
Company of London, owned by the late C; ‘T"Yerkes, are 
to be sold under order of court is £2 10s. per share. 


Mid-Crosstown Railway Company, New York, N. Y— 
This company was incorporated at Albany on Feb. 14 with 
$500,000 capital stock as a reorganization of the Twenty- 
eighth and Twenty-ninth Streets Crosstown Railroad, with 
the following directors: John W. Hamer, Horace A. Doan, 
Charles E. Loxley and A. Merritt Taylor (the reorganiza- 
tion committee); W. C. Heppenheimer, Jersey City; Abra- 
ham S. Gilbert, New York, and Cornelius R. Wright, New 
York, 

Muskogee (Okla.) Electric Traction sit hr 
Muskogee Electric Traction Company has purchased the 
property of the People’s Electric Railway, which Sane 
a o-mile electric railway from Muskogee to Riverside anc 


Fort Gibson. 
Ottawa (Ont.) Street Railway.—The Ottawa Electric 
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Railway Company has announced an issue of $600,000 new 
stock to cover expenditures on extension, new rolling stock, 
plant, etc. This practically brings the company’s stock up 
to the authorized capital of $2,000,000. Stockholders will 
be offered the new issue of stock on the basis of one share 
of new stock for each two shares of the old held. 


Pacific Electric Railway, Los Angeles, Cal.—A mortgage 
has been filed by the Pacific Electric Railway to the United 
States Mortgage & Trust Company, New York, N. Y., as 
trustee, to secure an issue of $100,000,000 of fifty-year gold 
mortgage bonds to retire outstanding issues and provide 
funds to carry out the important extensions and develop- 
ments which the company has in contemplation. Of the 
bond issue $39,693,000 will be held as a fund out of which 
to redeem outstanding bonds of the various companies 
recently merged into the Pacific Electric Railway as they 
mature. This amount is apportioned among the subsidiary 
companies in the following amounts for which bonds have 
been previously issued by them: Los Angeles & Pasadena 
Electric Railway, $1,000,000; Pacific Electric Railway (old 
company), $8,494,000; Pasadena & Mount Lowe Railway, 
$500,000; Los Angeles Interurban Railway, $9,020,000; Los 
Angeles & Redlands Railway, $8,947,000; California Pacific 
Railway, $480,000; Riverside & Arlington Railway, $200,000; 
San Bernardino Traction Company, $877,000; Redlands 
Street Railway, $187,000; Los Angeles Pacific Railroad, 
$10,930,000; Los Angeles, Hermosa Beach & Redondo Rail- 
way, $74,000. 

San Antonio (Tex.) Traction Company.—The San An- 
tonio Traction Company has increased its capital stock 
from $1,000,000 to $1,210,000. 

Williamsport (Pa.) Passenger Railway.—E. H. Davis, 
manager Williamsport Passenger Railway, states that no 
action has been taken by his company looking to the pur- 
chase of the Montoursville Passenger Railway, bonds of 
which amounting to $31,000 have been offered for sale as 
part of the assets of the National Protective Association, 
whose affairs are now being investigated. 

Winnipeg (Man.) Electric Company.—The shareholders 
of the Winnipeg Electric Company will receive $3,000,000 
stock at par as a result of the annual meeting held in Winni- 
peg. The announcement was made that the profits of the 
year were $900,000 and that $420,000 would be placed to the 
credit of profit and loss. 


Dividends Declared 


Brockton & Plymouth (Mass.) Street Railway Company, 
semi-annual, $3 per share, preferred. 

Chippewa Valley Railway, Light & Power Company, 
annual, 7 per cent, common. 

Columbus (Ohio) Railway Company, quarterly, 114 per 
cent, common. 

Mobile (Ala.) Electric Company, quarterly, 134 per cent, 
preferred. 


ELECTRIC RAILWAY MONTHLY EARNINGS 


AMERICAN RAILWAYS, PHILADELPHIA, PA. 


Gross Operating Net Fixed Net 
Period. Revenue. Expenses. Revenue. Charges. Income. 
tom. Jans “12 ky EPO MACON se crammed —  PotmGod 6 9 Grniciot 
res 1 381.274" cate aac eee 
Ries CT me EO RAAF ee cee geri cce sameeren 
Gio Get Erin —-3'687 042. 1 cee on nk gcc ate eee 

DETROIT UNITED RAILWAY 
) 11 913,503 $570,325 $343,178 $180,138 $163,040 
ey oe 10 78973 9704278 285,696 166,761 118,935 
12 © I 10,431,947 6,580,042 3,851,905 2,123,398 1,728,507 
12“ © 10 9,497,987 5,981,065 3,516,922 2,030,623 1,486,390 
EAST ST. LOUIS & SUBURBAN RAILWAY 

agit manle 182,264 $72,382 $79,883  -..00. 0 e-eeee 
a Jan 14 ere "68.578 BOB5S. — Weiete emer 
AURORA, ELGIN & CHICAGO RAILROAD ae 
12 125,717 81,615 $44,102 $36,935 7,167 
par as bites *Bo4o2 31704 35,019 3,315 
7 & 42 1,108,662 609,838 498,824 256,469 242,356 
7 9% Ff 1,055,653 593,327 462,326 = 236,912 225,415 
TOLEDO RAILWAYS & LIGHT COMPANY ares 

Decs * 309.372 *$2,384,838 $1,014,534 $820,424 : 
ae ae 40 Maas 232 *1'868,450 ae 782 926,381 190,401 
WEST PENN TRACTION COMPANY ue 

, 260.287 *$1,112,281 $1,148,005 $665,776 2,2 
per cine eo? 002 ¥12987'642 "119,360 673,004 446,356 


*Includes taxes. 


326 


Traffic and Transportation 


Electric Freight and Express Policy Outlined for Los 
Angeles. 


A definite policy that will permit the Pacific Electric 
Company, under proper restrictions and conditions, to 
carry express and freight through certain city streets and 
thus serve neighboring communities as well as Los Angeles 
was outlined and approved at a conference between the 
Board of Public Utilities and representatives of local civic 
and commercial bodies on Feb. 9. It is believed that the 
conclusions reached will materially relieve traffic conges- 
tion on the downtown streets and not hamper the railway 
company in performing a valuable commercial service for 
the outside communities. 

The Utilities Board decided as follows: 

That no freight shall be permitted to be carried by any 
electric railway on Main street between Sixth Street and 
First Street, the heart of the congested traffic district. 

That the Pacific Electric Company shall have a franchise 
or permit to carry small packages and express matter over 
all its lines within Los Angeles. 

That this permit shall be revocable at any time; that such 
express packages shall be carried, not in two-car or three- 
car trains, but in one car, conforming to the passenger car, 
and not to be operated after 11 o’clock p. m. nor before 
5 o’clock a. m. ; 

That this express-car service shall not be operated by the 
company during the congested hours of the day. 

That no permanent freight-carrying franchise or permit 
shall be granted the Pacific Electric Company along streets 
in the retail district. 

That permanent freight-carrying privileges shall be con- 
fined to lines in the industrial district only, from which 
spur track privileges may be had by merchants, subject to 
switching hours. 

That the life of these permanent freight-carrying priv- 
ileges shall be the same as the remaining life of franchises 
now held by the company and over which lines freight is to 
carried. 

That a temporary freight-carrying permit be granted the 
company for the Glendale line from Sixth and Los An- 
geles Streets, west on Sixth Street to the city limits. With 
reference to this latter temporary permit it is proposed that 
freight shall be hauled by not more than two cars and a 
motor car and that the freight cars shall be operated be- 
tween 5 a. m. and 7 a. m. and between 8 p. m. and 11 p. m. 
In recommending this privilege on Sixth Street the board 
proposes to give the railway company sufficient time to 
find another route for serving the Glendale district. 


Rules for Transporting Dogs in Denver 


The following regulations in regard to the transportation 
of dogs over the lines of the Denver (Col.) City Tramway 
went into effect on Jan. 12, 1912: 

“Conductor will collect 10 cents for each dog carried upon 
the cars, regardless of size, registering same as two 5-cent 
cash fares. 

“Small dogs that are carried in the arms of passengers, and 
held in the laps of passengers, need not be muzzled when 
taken upon the cars. All other dogs allowed upon the cars 
must be muzzled, and must be held by the person in charge 
of them by a chain or strap and taken to the rear end of car. 

“Under no other conditions will conductor allow dogs to 
remain upon the car. 

“Dogs must not be allowed upon car seats. 

“Transfers will not be issued for dogs. 

“No passenger will be permitted to carry more than two 
dogs. j 

“Conductor will not permit a vicious dog, or one that 
shows evidence of disease, to be carried upon car. 

“Should passenger refuse to pay fare for dog, conductor 
will not eject passenger or decline to take his fare. Con- 
ductor, will, however, refuse to permit the dog to remain 
on the car, and, if necessary, put the dog off the car. If pas- 
senger desires to alight on account of conductor’s refusal to 
carry the dog, conductor will stop the car for such purpose, 
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and return the passenger's fare, if the same has been col- 


lected. , F 
“Conductor will make note in the free column of his trip 


sheet showing number of dogs carried. For example: 
% D?” 


Wage Increase in Ottawa.—A general and voluntary 1n- 
crease of the wages of motormen and conductors on the 
Ottawa Street Railway, to take effect from Jan. 1 last, has 
been granted. It will amount to I cent an hour extra for all 
classes, and affect 450 men. 

New Orleans Historical Booklets—The New Orleans 
Railway & Light Company has issued a pamphlet of un- 
usual artistic merit, It deals with an old legend of Spanish 
Fort about a romance between an Indian girl and one of 
the Spanish explorers, and the story is most interestingly 
told. Illustrations of scenes in the locality reached by 
electric railway add to the interest in the legend and bring 
before the reader a real conception of the natural beauty 
of the country around Lake Pontchartrain. 


Favorable Train Movement Record on Rochester, Syra- 
cuse & Eastern Railroad.—The passenger detention report 
for January issued by P. E. Emerson, superintendent of 
transportation for the Rochester, Syracuse & Eastern Rail- 
road, shows that of the 4,843 trains operated on that line 
during January there were 92.8 per cent on time or not to 
exceed five minutes late at final destination. The average 
delay of the 7.2 per cent that were late was 14.7 min. Heavy 
travel accounted for more than one-fourth of all the delays. 

Blockade Photograph Offer in New Orleans.—The New 
Orleans Railway & Light Company, because of the narrow- 
ness of the streets in the older portions of the city, suffers 
considerable delay to its cars by reason of blockades from 
team traffic. In order to have evidence which may be of 
use to the railway in event of criticism of the service, the 
company has a standing offer for the first photograph re- 
ceived of any blockade. These photographs form an inter- 
esting file, and before being indexed each is attached to a 
memorandum of the circumstances surrounding the block- 
ade or other interference with car traffic. 


Request for Prorating with Steam Railroads.—Alden An- 
derson, president of the Central California Traction Com- 
pany, is filing with the State Railroad Commission a com- 
plaint praying for an order compelling non-competitive 
steam roads to prorate with electric interurban roads on pas- 
senger and freight business. The traction line operates be- 
tween Sacramento and Stockton, via Lodi, and the effect 
of such an order would be the virtual entry of the Santa Fé 
into competition with the Southern Pacific and Western 
Pacific in Sacramento, for through rates would be compul- 
sory to and from Sacramento over the Santa Fé and the 
traction line. 

Monthly School Commutation Tickets—The Public 
Service Commission of the Second District of New York has 
ordered the Elmira, Corning & Waverly Railway to put in 
force monthly school commutation tickets between Hol- 
bert’s Crossing and Waverly for children attending school 


in Waverly, the commutation tickets to be limited to cars 


arriving in Waverly between 8 a. m. and 9 a. m., and re- 
turning from Waverly between 3 p. m. and 5 p. m., and 
to cover forty-six rides for a fare not exceeding 5 cents per 
ride. The present fare between these points is 10 cents. 
The commutation rates are ordered to be put in force on 
or before Feb. 15, 1912. 

Ordinance Limiting Number of Passengers on Cars Held 
to Be Valid—The Court of Appeals at Frankfort, Ky. has 
affirmed the judgment of the Kenton Circuit Court in the 
case of the South Covington & Cincinnati Railway against 
the city of Covington, Ky. This suit was instituted to test 
the validity of an ordinance limiting the number of passen- 
gers to one-third more than the seating capacity of the car, 
The lower court held the ordinance valid. In affirming the 
decision the Court of Appeals says that street railways 
must provide an ample number of cars to take care of the 
traveling public and that the charters of second-class cities 


give them the power to control by ordinance the operation 
of street cars. 


Wage Increase by Mahoning & Shenango Railway & 
Light Company, Youngstown, Ohio.—All carmen will re- 
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ceive an increase in pay, to begin on April 1. The increase 
will make the wage scale 26 cents, 27 cents and 28 cents 
per hour, according to the length of time the men have 
been employed by the company. The provision for this in- 
crease 1n wages was made at a conference held two years 
ago when the wage question was adjusted for three years. 
At that time an increase of 2 cents per hour was granted 
to the men, with an increase of an additional cent per hour 
for the two succeeding years, so that an increase of 4 cents 
per hour was secured in the three years. The men have 
already received the increase for the first two years under 
the contract. 


Increase in Wages by Columbia & Montour Electric 
Railway.—The Columbia & Montour Electric Railway, 
Bloomsburg, Pa., has announced an increase in the wages 
of its motormen and conductors. The schedule follows: 
First six months, I5 cents an hour; second six months, 16 
cents; second year, 16 cents; third year, 17% cents; fourth 
year 17% cents; fifth year and over 18% cents. Under the 
former scale the motormen and conductors received 15 cents 
an hour the first six months, 16 cents an hour the second 
six months and during the second and third year, with a 
gradual increase to 17% cents an hour. The company has 
also decided to present to each motorman or conductor a 
gold star for each five years’ continuous service with the 
company, the stars to be worn on the left sleeve. 


Department to Develop Territory Near New Albany.— 
The Louisville & Southern Indiana Traction Company and 
the Louisville & Northern Railway & Lighting Company, 
New Albany, Ind., have organized a department to co- 
operate with the business men, commercial clubs and other 
organizations in the development of the territory ix Indiana 
opposite Louisville. The services of this department are 
given free to those who want information in regard to 
homes, farms, truck gardens, fruit orchards, chicken farms 
or manufacturing sites in or around New Albany, Jefferson- 
ville, Sellersburg, Charlestown, or any point in Southern In- 
diana within 20 miles of Louisville. In addition, this de- 
partment endeavors to induce people to settle in the terri- 
tory referred to and is ready to help to promote any meri- 
torious project that will redound to the advantage and the 
development of the territory. 


Brooklyn-Jamaica Transfer Decision.—The Court of Ap- 
peals at Albany on Feb. 13 held that the Brooklyn, Queens 
County & Suburban Railroad, a subsidiary of the Brooklyn 
Rapid Transit System, is not required to give a transfer 
for 5 cents for a continuous ride over its line from Brooklyn 
to Jamaica. The court answers in the negative the ques- 
tion whether the consolidation of adjacent places into 
Greater New York imposed on surface railway companies 
the obligation of carrying a passenger for a single fare over 
a route embracing adjoining territories within the greater 
city. It holds also that the consolidation of two roads 
serving the territory in question “did not impose on the 
new corporation the obligation to transfer over the com- 
bined lines of both for a single fare.” The section of the 
railroad law, it is stated, did not have “in contemplation 
such a vast and radical change in existing conditions as 
was caused by the creation of the new city.” 


Indiana Accident Bulletin.—The eighteenth accident bul- 
letin just issued by the Indiana Railroad Commission for the 
fourth quarter of 1911 shows that no passengers were killed 
and that forty-four were injured on the interurban lines of 
the State. This increase of injured passengers over the 
corresponding quarter for 1910 is charged to a derailment 
on an Indiana Union Traction car in Anderson which re- 
sulted in personal injuries to thirty-three passengers. Dur- 
ing the fourth quarter the interurbans killed two persons on 
public highways and the same number for the same quarter 
in 1910. There were four trespassers killed during the 
fourth quarter of 1911, against seven for the same quarter 
in 1910. There were ten persons injured at highway cross- 
ings and two deaths in vehicles and two on foot, an increase 
of three over the same quarter of 1910. Six employees were 
injured, against fifteen for the corresponding quarter of 
1910. The total number of casualties on the interurban rail- 
ways for the quarter ended Dec. 31, 1911, was as follows: 
Deaths, nine; injured, sixty-two; for the corresponding 
quarter of 1910: deaths, eleven; injured, fifty-nine. 
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A Statement of Policy.—The Hagerstown (Md.) Railway, 
the reorganization of which was noted in the ELecrric 
RAILWAY JouRNAL of Feb. 10, 1912, page 255, has issued over 
the signature of Henry Holzapfel, Jr., president, a state- 
ment of policy in part as follows: “We feel that it is 
proper to make a plain, frank statement of just what we in- 
tend to do for the community, and of course, ask of the 
people their hearty co-operation in the improvements we 
intend to make and their forbearance and consideration un- 
til such work can be accomplished. To correct properly, 
carefully and efficiently the difficulties arising from lack of 
power will require some little time, during which period it 
is the purpose of the management to give the very best 
possible service, but not in any sense the accommodation 
and convenience that the entire new equipment will offer. 
Our first effort will be to make everything most substantial 
and satisfactory; to show beyond any question our desire 
to give the fullest value for the people’s money. We want 
everyone to feel that he has an interest in the management 
of this public work and any suggestions will be welcomed 
and promptly looked after. Give us your hearty, earnest 
co-operation; we will do our part.” 


Orders to Conductors on Long Island Railroad.—The 
superintendent of the Long Island Railroad has just issued 
an order requiring conductors, trainmen and station agents 
to make every effort to ascertain the cause of any sudden 
interruption of train service and answer freely and cour- 
teously all questions addressed to them upon this subject 
by passengers or those about to travel. The order reads. 
in part as follows: “This company feels that its patrons 
should be informed of any interruption of traffic or extra- 
ordinary delays to trains upon which they may be traveling 
or about to travel. In many instances information of this 
character is of great value “to our patrons and frequently 
will enable them to change their arrangements and lessen 
the inconvenience to which they would otherwise be sub- 
jected. It may not always be possible for conductors and 
trainmen to find out exactly the cause of the trouble or the 
extent of the delay. In such instances they will only be 
expected to do the best they can. The chief train dispatcher 
at Long Island City will endeavor to get in touch with the 
situation and will aid the efforts of conductors by giving 
them proper information, which in turn should be given to 
passengers. Station agents will also endeavor to find out 
why trains are late and see that prospective passengers. 
waiting at the stations are properly advised. The dis- 
patcher’s office will also try to get in touch with the agents 
and assist them in ascertaining the cause and extent of the 
trouble.” 

Suggestions Solicited in Brooklyn.—The following notice 
was addressed, under date of Feb. 6, 1912, to the patrons of 
the operating companies included in the Brooklyn (N. Y.) 
Rapid Transit System: “The co-operation which you have 
in the past accorded us in the shape of suggestions has aided 
our endeavors to better the conditions of our service, and 
we desire at this time to thank all who have rendered such 
valuable assistance. It is our constant effort to give good 
service, to maintain an efficient and courteous corps of em- 
ployees, and to avoid all reasonable grounds for complaint. 
Obedience and the enforcement of consistent regulations, 
honesty and frankness, alertness, and especially courtesy, 
are but some of the requirements of the individual employee 
to whose care the traveling public is intrusted. We wish 
to comply with practicable requests or suggestions that 
will promote the comfort and convenience of our pas- 
sengers. It has always been our policy to encourage a 
closer relation between the public and the company, to 
investigate every complaint and to welcome suggestions or 
criticisms tending to improve the service. The operations 
of a street railway are necessarily intricate and not always 
easily explained by letter. To any of our patrons, there- 
fore, who may find it convenient to call in person we assure 
a courteous hearing and a full explanation. We, therefore, 
beg leave to state that all matters of this character are han- 
dled direct from the office of our vice-president and general 
manager at 85 Clinton Street, Brooklyn, N. Y., and any com- 
munication will, as heretofore, receive prompt attention.” 
This notice has been reproduced on placards which have 
been hung in a conspicuous place in the cars of the com- 


pany. 
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Personal Mention 


Mr. Louis Richards has been appointed superintendent 
of the Cumberland Railway, Carlisle, Pa. 


Mr. O. M. Rau, who resigned recently as chief electrician 
of The Milwaukee Electric Railway & Light Company, has 
been appointed general manager of the Commonwealth 
Power Company Milwaukee. 


Mr. H. L. Harding, assistant treasurer of the Houston 
Electric Company, has been appointed acting assistant treas- 
urer of the Galveston Electric Company, owing to the death 
of A. Drouilhet. 


Mr. H. W. Clapp, engineer in charge of construction of 
the transbay electric lines of the Southern Pacific Com- 
pany, has been appointed assistant electrical engineer under 
A. H. Babcock, electrical engineer of the company. 


Mr. William W. S. Butler, formerly general manager and 
engineer of the Newport News & Old Point Railway & 
Electric Company, and more recently vice-president of the 
Western States Gas & Electric Company, Stockton, Cal., 
has been made general manager of the latter company, to 
succeed Mr. H. E. Adams, resigned. 


Mr. Frank C. Wilkinson, whose resignation as general 
superintendent of the Lynn division of the Bay State Street 
Railway, Boston, Mass., was noted in the Evectric RAILWAY 
JourNAL of Jan. 13, 1912, had a reception tendered to him by 
the employees of the company on [Feb. 2. Mr. Wilkinson was 
made the recipient of a fine testimonial in the form of a 
purse containing $460 as a token of their esteem. 


Mr. E. P. Chalfant, formerly president of the E. R. 
Thomas Motor Car Company, has been elected president 
and director of the Springfield (Mo.) Railway & Light 
Company, president and director of the Sharon & New 
Castle Street Railway, Sharon, Pa. and director of the 
Youngstown-Sharon Railway & Light Company. Mr. Chal- 
fant will become associated with Mr. Harrison Williams, 
New York, in the financing of public utility companies. 


Mr. W. J. Harvie, chief engineer of the Syracuse Rapid 
Transit Railway, Utica & Mohawk Valley Railway and 
Oneida Railway, has been appointed railway manager of 
the operating department of the J. G. White Company, New 
York. In this position he will succeed Mr. J. N. Shanna- 
han, who resigned recently to accept the position of vice- 
president and general manager of the Newport News & 
Old Point Railway & Electric Company. Mr. Harvie has 
been very active in both state and national electric railway 
association work, having served on various committees 
since his connection with these properties. He was presi- 
dent of the American Electric Railway Engineering Asso- 
ciation last year and was acting president for ten months 
of the preceding year. A biography of Mr. Harvie was 
published in the issue of this paper for Oct. 22, 1910. 


Mr. William Stewart, whose election as secretary and 
treasurer of the Newport News & Old Point Railway & 
Electric Company, Hampton, Va., was announced in the 
Evecrric Rartway JournaL of Feb. 3, 1912, was connected 
with the New York Central & Hudson River Railroad from 
1899 to 1901 as chief clerk of the signal department and in 
the maintenance of way department of the company under 
Mr. J. C. Irwin at Albany, N. Y. From 1901 to 1007 Mr. 
Stewart was purchasing agent and secretary to Mr. J. N. 
Shannahan, who at that time was general manager of the 
Fonda, Johnstown & Gloversville Railroad. From 1907 to 
Jan. 12, 1912, when he assumed his duties with the Newport 
News & Old Point Railway & Electric Company, Mr. 
Stewart was purchasing agent and secretary to the general 
manager of the Washington, Baltimore & Annapolis Elec- 
tric Railway, Baltimore, Md. 

Mr. Charles J. Griffith has been elected general manager 
of the Little Rock Railway & Electric Company, Little 
Rock, Ark. Mr. Griffith was appointed general superin- 
tendent and treasurer of the company in August, rorr, to 
succeed Mr. D. A. Hegarty in charge of operation. Mr. 
Griffith has been superintendent of the railway department 
of the company since 1905. He entered the employ of the 
Little Rock Traction & Electric Company in 1892 as master 
mechanic, and remained in that position until 1897, when 
he became general superintendent of the Southern Enegi- 
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neering Company, installing electric light plants and water 
works. He re-entered the service of the Little Rock Rail- 
way & Electric Company in I90I as master mechanic and 
continued in that position until he was promoted to super- 
intendent of the railway department, which position he 
held until August, I9I1. 

Mr. Edward G. Riggs, of Brooklyn, N. Y., has been nomi- 
nated by Governor John A. Dix as a member of the Public 
Service Commission of the First District to succeed Mr. 
William McCarroll, whose term of office has expired. The 
nomination has been sent to the Senate for confirmation. 
Mr. Riggs was born in New York fifty-five years ago. He 
has lived in Brooklyn since he was five years old and was 
educated in the Brooklyn public schools, at board schools 
and by private tutors. Thirty-five years ago he became a 
writer on financial and commercial topics for the New York 
World and at the same time wrote for the Financial 
Chronicle. He has been a political writer for the New York 
Sun since 1885. Mr. Riggs has contributed articles on 
political and financial matters to magazines and is familiar 
with the transportation problems of New York City. He 
is a member of the Lotos, Manhattan, Barnard and Oak- 
land clubs. 

Mr. Herbert P. Bissell, of East Aurora, N. Y., has been 
named by Governor John A. Dix as a member of the Public 
Service Commission of the Second District to succeed Mr. 
John B. Olmsted, of Buffalo, whose term of office has ex- 
pired. The nomination of Mr. Bissell has been sent to the 
Senate for confirmation. Herbert P. Bissell was born in 
New London, Oneida County, in 1856. He was educated 
at Devaux College, in Germany and at Harvard, where 
he was graduated in 1880. He practised law from 1882 to 
1896 as a member of the firm of Bissell, Sicard, Bissell & 
Carey, of Buffalo. In 1901 he was Democratic candidate 
for Mayor of Buffalo. He has been president of the Board 
of Education of East Aurora and a trustee of Devaux Col- 
lege. He was appointed to the State Commission in 
Lunacy by Governor Dix on May 9, 1911. He is a member 
of the State Bar Association and the Sons of the American 
Revolution and of the University, Elliott and Transporta- 
tion clubs of Buffalo. 


OBITUARY 


William Wilkes Young, purchasing agent of the Union 
Switch & Signal Company, Swissvale, Pa., is dead. 

F, H. Strieby, of the Cincinnati office of the General 
Electric Company, died Feb. 18 after a few days’ illness. 
Mr. Strieby was one of the pioneers in electric work and in- 
stalled several of the early street railway systems in this 
country. 

Francis H. Stillman, president of the Watson-Stillman 
Company, New York, died Feb. 18 of intestinal hemorrhage. 
He was born in 1850 and he organized and became presi- 
dent of the firm of Watson & Stillman in 1883. The firm 
was incorporated in 1904. Mr. Stillman was a member of 
the American Society of Mechanical Engineers and con- 
tinuously through its existence a director of the National 
Association of Manufacturers. He was also first president 


.of the Machinery Club of New York and first president of 


the National Metal Trades Association. 

Lee D. Fisher, right-of-way agent for the Public Service 
Company of Northern Illinois, Streator, Ill, died at his 
home in Joliet on Feb. 8, tor2. Mr. Fisher was born in 
Elyria, Ohio, in 1875, but was educated in St. Louis, grad- 
uating from the’ electrical and mechanical engineering 
courses of Washington University in 1897. He was chief 
engineer of the transport Buffalo during the Spanish-Amer- 
ican War and the subsequent operations in the Philippines. 
In 1900 Mr. Fisher engaged in electric railway construction 
as engineer in charge of the building of three lines at 
Columbus, Ohio. In 1903 he aided in building the Joliet, 
Plainfield & Aurora Interurban Railway and the Joliet & 
Southern Traction Company’s line. He became treasurer 
and chief engineer of the company last mentioned, of which 
his father, Mr. H. A. Fisher, is president. He made his 
home in Joliet for several years, and a few months ago 
accepted the position of right-of-way agent with the Public 
Service Company of Northern Illinois, an important post- 
tion, in view of the expanding operations of that company. 
Mr. Fisher is survived by a widow and two children. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) 
ported. 


indicates a project not previously re- 


RECENT INCORPORATIONS 


_ *Bassano Electric Railway, Edmonton, Alta—Chartered 
in Alberta to build a 4o-mile electric railway. Capital stock, 
$250,000. Incorporators: S, E, Whitney, Charles Harris, 
Frank Murcheson, Z. C. Ingram and William Robinson. 


*Mahar Electric Railway, Edmonton, Alta.—Incorporated 
to build an electric railway in Alberta. Capital stock, $250,- 
000. Incorporators: C. A. Owens, G. O’Grady, Joseph Ruse, 
E. M. Adams and F. U. Phillips, all of Calgary, Alberta. 


*Chicago & Interurban Traction Company, Chicago, Ill.— 
Incorporated in Illinois to build an interurban railway from 
Kankakee to Chicago. Capital stock, $1,000,000, The in- 
corporators and first board of directors are: Warner H. 
Robisson, Charles R. Moore, Edgar H. Pank, William W. 
Crawtord and Charles H. Ireland, all of Chicago. 


*Kentucky-Tennessee Traction Company, Hopkinsville, 
Ky.—Incorporated in Delaware to build an electric railway 
from Evansville, Ind., to Nashville, Tenn., connecting the 
Ohio and Cumberland River Valleys. The line will extend 
through numerous points in Kentucky and Tennessee, 
touching Hopkinsville, Ky., and Guthrie, Tenn. Work 
will be begun at once upon the Hopkinsville-Guthrie sec- 
tion. Capital stock, $1,000,000; common stock, $400,000; 
preferred stock, $600,000. Officers: Nathan Gaithers, Hop- 
kinsville, president; J. W. Cross, Hopkinsville, vice-presi- 
dent; H. A. Keach, Hopkinsville, Secretary; and Ac Hi. 
Eckles, Hopkinsville, treasurer. [E. R. J., Oct. 28, ’11.] 

Mid-Crosstown Railway, Albany, N. Y.—Chartered in 
New York as a reorganization of the Twenty-eighth & 
Twenty-ninth Streets Crosstown Railroad. Capital stock, 
$500,000. Directors: John W. Hanner, Horace A. Doan, 
Charles E. Lexley and A. Merritt Taylor, Philadelphia, Pa.; 
W. C. Heppenheimer, Jersey City, N. J.; Abraham S. Gil- 
bert and Cornelius R. Wright, New York. 

*One Hundred & Forty-fifth Street Crosstown Railroad, 
New York, N. Y.—Incorporated in New York by the In- 
terborough Rapid Transit Company’s interests to operate 
a surface railroad in One Hundred and Forty-fifth Street, 
from Lenox Avenue to Broadway. Capital stock, $200,000. 
The directors are: H. M. Fisher, E. F. J. Gaynor, George 
Keegan, D. J. Pepperman, W. L. Pepperman, David W. 
Ross, Frederick T. Wood, Frank Hedley and Arthur C. 
Wigren. 

*Pittsburgh & Cincinnati Traction Company, Cincinnati, 
Ohio.—Incorporated in Delaware to build an electric rail- 
way between Cincinnati, Ohio, and Pittsburgh, Pa., through 
fourteen counties in Ohio and two in Pennsylvania. Nego- 
tiations for the right-of-way have been closed and con- 
struction will be begun at once. Capital stock, $100,000,000. 
A. O. Kirschner, Cincinnati, Ohio, is interested. 

*Greenville & Whitewright Northern Traction Company, 
Whitewright, Tex.—Incorporated in Texas to build an 
electric interurban railway from Greenville to White- 
wright, via Merritt, Blue Ridge and Westminster. Capital 
stock, $210,000. Incorporators: A. R. Nicholson, J. W. 
Castelberry, H. A. Barsun, A. W. Defee, J. E. Morris and 
W. H. James, Greenville, and S. M. Dickens, Merritt. 

Duchesse Construction Company, Provo, Utah.—Incor- 
porated in Utah to build a 12-mile electric railway between 
Provo, Springville and Spanish Fork. Work will be begun 
in the spring. Capital stock authorized, $25,000. Officers: 
Samuel H. Wood, Provo, president, treasurer and general 
manager; H. H. Wood, Salt Lake City, vice-president, and 
S. G. Pollock, Provo, secretary. [E. R. J., Feb. 17;, “12:1 

FRANCHISES 

Colusa, Cal.—The West Side Electric Railroad, San Fran- 
cisco, has asked the Board of Supervisors for a franchise 
through Colusa County. H. W. Furlong, president. [E. 
Gd a7 11.) ; 

*Corning, Cal._—F. H. Risley, representing the Monorail 
Company, has received a franchise from the Board of 
Trustees to extend its line through Corning on Butte Street 
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to the Southern Pacific Railway’s right-of-way, a distance 
of 1 mile. This line will be extended to Paskenta, a dis- 
tance of 27 miles. 

_Rome, Ga.—The Chattanooga, Rome & Atlanta Railway, 
Chattanooga, will ask the City Council for a franchise in 
Rome. The line will be built to Rome, via Rossville, Chick- 
amauga National Park, Lafayette, Trion and Summerville. 
bee Re J. Web: 17, '12.] : 


Rome, Ga—The Rome Railway & Light Company has 
asked the City Council for a franchise to extend its line in 
East Rome from the present terminus at the Southern Rail- 
way depot out through Maple Street. 

Indianapolis, Ind—The Indianapolis, Chicago & Meridian 
Railway will ask the City Council for a franchise in Indian- 
apolis. Elmer J. Binford, Greenfield, president. [E. R. J., 
Dec, So, 17.) 

Mt. Clemens, Mich.—A. E. Riopelle, Detroit, representing 
the Thumb Survey Company, has asked the Council for a 
franchise for an electric railway through Mt. Clemens, 
Mich. The line is to extend from Detroit to Bad Axe. 
LER). Decn16s 17.) 

*Muskegon, Mich—The County Supervisors have been 
asked by a syndicate for a franchise for an electric railway 
in Muskegon. 

Hibbing, Minn.—The Mesaba Electric Railway, Duluth, 
has received a twenty-five-year franchise from the Council 
in Hibbing. The line will connect Gilbert, Eveleth, Hib- 
bing, Chisholm, Buhl and Virginia. Oscar Mitchell, Duluth, 
presidente [E. R-J3, Feb. 175-123] 

Albany, N. Y.—The United Traction Company will ask 
the Common Council for a franchise to extend its Broadway 
and Third Street lines in Albany. 

Newbern, N. C.—The Board of Aldermen has granted a 
franchise to Fritz Sitterding, J. W. Brown, Jr., and E. C. 
Armstrong for a street railway in Newbern. 

Galt, Ont.—The Galt, Preston & Hespeler Street Rail- 
way has renewed its franchise in Galt for ten years. 

Ottawa, Ont.—The Ontario & Ottawa Railway has se- 
cured permission to build an electric railway from Orillia 
to Renfrew, Hull and Ottawa. 

Bentleyville, Pa——The West Side Electric Street Railway, 
Charleroi, has received a franchise from the Borough Coun- 
cil in Bentleyville. No date has been set for actual con- 
struction. 

Mercersburg, Pa.—The Hagerstown & Clearspring Rail- 
way, Hagerstown, has received franchises in Peters and 
Montgomery townships. 

New Castle, Pa—The Beaver, Koppel & New Castle 
Railway has received a forty-year franchise from the Com- 
mon Council in New Castle. It will connect New Castle, 
Hillsville, Poland and Youngstown. C. E. Glenn, New 
Castle, president. [E. R. J., Feb. 3, ’12.] 

Wilkes-Barre, Pa—The Wilkes-Barre Railway has re- 
ceived a franchise from the Common Council to extend 
and double track several of its lines in Wilkes-Barre. 


Greenville, Tex.—Joseph F. Nichols, Greenville, and asso- 
ciates have asked the County Commissioners for a fran- 
chise across and along certain highways in Hunt county. 
fee ole late ler Den 

Spokane, Wash.—The Spokane Traction Company has 
received six months’ extension of time on its franchises in 
which to complete its two lines in Spokane. One is the 
extension of its cable addition line to Thirty-third Avenue 
and Division Street and the other is the extension of its 
Post Street line to the north city limits. 


White Salmon, Wash—The Mount Adams Railway has 

asked the Council for a franchise in White Salmon. 
TRACK AND ROADWAY 

Mobile Light & Railroad Company, Mobile, Ala.—Sur- 
veys will be begun at once by C. C. Mechem for this com- 
pany on its extension from the terminus at Spring Hill to 
Pinehurst, a distance of 2 miles. 

Calgary (Alta) Street Railway.—Surveyors are preparing 
the route for this company’s extension to the Canadian 
Pacific Railway Company’s shops site, east of the Bow 
River, and work will be started in the near future. 
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Edmonton (Alta.) Radial Railway—This company plans 
to build 5.09 miles of new track during the year. 

Burlingame, Cal.—Preliminary arrangements have been 
made and construction will be begun within the next month 
on the electric railway from North Burlingame through the 
Easton subdivisions to a point between Lake Pilarcitos and 
Lake San Andreas. 

Fresno (Cal.) Traction Company.—Surveys are being 
made and construction will soon be begun by this company 
on the extension of the Olive Avenue line to Roeding Park 
and Mountain View Cemetery. 

Pacific Electric Railway, Los Angeles, Cal—Work has 
been begun by this company on the Washington Street ex- 
tension to the Nazarene University. 

San Francisco, Napa & Calistoga Railway, Napa, Cal.— 
This company expects to begin work on an extension be- 
tween St. Helena and Calistoga and will let contract for 
grading within the next two weeks. The contracts for all 
the material have been let and delivery will be made within 
thirty days. This construction will include a reinforced 
concrete bridge across the Napa River between St. Helena 
and Calistoga and will cost approximately $10,000. The 
company is now building additional track facilities at its 
terminal in Vallejo. 

St. John’s Light & Power Company, St. Augustine, Fla.— 
Plans are being considered by this company to build an 
extension to New Augustine across the Causeway. 

Chicago (Ill.) City Railway.—This company will con- 
struct 15 miles of new track in 1912. 

Johnston City Connecting Railway, Johnston City, Ill.— 
This. company advises that this line will be operated by 
steam and not by electricity, as stated in the Errcrric Ratr- 
WAy JOURNAL of Dec. 16, IQIT. 

Moline, East Moline & Watertown Railway, Moline, Ill.— 
This company plans to build an extension of its Silvis 
branch to the center of Carbon Cliff village in the near 
future. 

Traction Light & Power Company, Anderson, Ind.—This 
company, recently incorporated to take over the business 
now being done by the Indiana Union Traction Company, 
has elected the following officers: James A. Van Osdol, 
president; Calvin H. Allen, vice-president; William H. 
Forse, secretary and treasurer; H. A. Nicholl, general man- 
ager, and Guy H. Kelsey, superintendent, all of Anderson. 
(ee Ree jen Hebets, e125] 

Indianapolis, Chicago & Meridian Railway, Indianapolis, 
Ind.—This company has awarded the contract for the con- 
struction of the northern end of its line to William Love, 
Indianapolis. Work will be begun at Valparaiso within the 
next few weeks. It will connect Indianapolis, Sheridan, 
Gary, Valparaiso, Hammond, Monticello and Warsaw. It 
is reported that financial backing has been secured and that 
the company will increase its capital stock from $100,000 to 
$6,000,000. Elmer J. Binford, Greenfield, president. [E. R. 
leeDeceso, ur 

Indianapolis, New Castle & Toledo Electric Railway, In- 
dianapolis, Ind.—Right-of-way has been obtained and finan- 
cial backing has been secured by this company for its exten- 
sion between New Castle and Muncie. 


Terre Haute, Ind.—It is reported that plans are being 
made to build a 140-mile electric railway between Terre 
Haute and St. Louis. Application for a franchise will soon 
be made. A number of contracts for right-of-way have been 
secured. The line will occupy the territory between the 
Vandalia Railroad and the Baltimore & Ohio Railroad. J. 
W. Ratcliff, Terre Haute, is said to be interested. [E. R. 
ipeDecwsonnt.| 

Nebraska Northwestern Railway, Davenport, Ia.—This 
company advises that it is in the market for 3,000 tons of 
original 60-lb. relaying rails and connections; 75,000 standard 
ties and quantity of bridge material, including piling. O. L, 
Brower, 603 Putnam Building, Davenport, president. 

Manhattan City & Interurban Railway, Manhattan, Kan. 
—During 1912 this company plans to construct 17 miles of 
new track, 

*Salina, Tipton & Northern Railway, Salina, Kan.—This 
company has been formed to build an interurban railway 
between Salina and Osborne, via Penn, Hancock, Bloom, 
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Pittsburg and Custer. These towns have voted bonds for 
the construction of the proposed line. 

Kentucky Southwestern Railway, Light & Power Com- 
pany, Hickman, Ky.—The report of W. A. Calhoun, of this 
company, which proposes to construct an electric railway 
from Metropolis, Ill, to Paducah and Hickman, Ky., has 
been completed and placed in the hands of President 
Rhodes for consideration. Chief Engineer Calhoun has 
completed a survey for the line, which will extend through 
eleven counties and serve more than fifty cities and towns. 
The line is to be 210 miles long. (E.R... Pepe 221 

Taylorsville, Ky—A corporation is now being formed at 
Taylorsville for the purpose of financing the survey of an 
electric railway from Taylorsville to Jeffersontown, Ky., a 
few miles east of Louisville. [E. R. J., Feb. 17, ’12.] 

Southwestern Traction & Power Company, New Orleans, 
La.—This company plans to build an extension from New 
Iberia to Abbeville, and possibly to Lake Arthur and Lake 
Charles. 

Shreveport (La.) Traction Company.—Contracts have 
been signed by this company to build an extension to Cedar 
Grove, via Fairfield Heights and Caddo Heights. 

Winnipeg (Man.) Electric Railway.—This company plans 
to build an extension between Winnipeg and Selkirk to 
Stony Mountain and Stonewall, and eventually to Portage 
la Prairie. 

Bay State Street Railway, Boston, Mass.—This company 
has been asked to consider plans to extend its Mt. Washing- 
ton line from its present terminus at Maxwell Street to 
Lowell Avenue, Carleton Street, Monument Street to con- 
nect with the Hilldale Avenue line at its terminus, thereby 
making a complete belt line. The distance between the ends 
of the two lines is about 2 miles. 

Boston & Providence Interurban Electric Railroad, Bos- 
ton, Mass.—Plans are being considered by this company to 
extend its lines to New Bedford. 

Michigan United Railways, Jackson, Mich.—\Vork has 
been begun by this company on the extension from Owosso 
to Flint, via Flushing. 

Sault Sainte Marie, Mich. Arrangements have been made 
whereby the interurban line from Sault Sainte Marie to 
the Snow Islands will be built this summer. The terminal 
of the route will be Island No. 8, and a car ferry will be 
operated from that point 22 miles across Lake Huron to 
Cheboygan. Gasoline electric cars will be used. [E. R. J., 
Rebel? ehaal 

Inter-State Traction Company, Duluth, Minn —During 
the next few months this company will award contracts to 
rebuild over 3 miles of track with new rails and ties. 

Hattiesburg (Miss.) Traction Company.—This company 
plans to build several extensions in Hattiesburg in the 
near future. 

Morris County Traction Company, Morristown, N. J.— 


- This company has placed in operation its new line between 


Newark and Madison, Chatham and Summit. 


Ocean City (N. J.) Electric Railroad.—During 1912 this 
company will build half a mile of new track in Ocean City. 

*Buffalo & Fort Erie Ferry & Railway Company, Buffalo, 
N. Y.—This company, which now operates 4 miles of steam 
road, has submitted a proposition to the Niagara, St. Cath- 
arines & Toronto Electric Railway, St. Catharines, Ont.. in 
connection with the extension of the line from Port Col- 
borne to Crystal Beach and Fort Erie Beach. The ferry 
company proposes to build a new ferry terminal at Fort 
Erie Beach at a cost of $300,000, and double track the road 
from Fort Erie to beyond the Beach and erect new ter- 
minals. The Niagara, St. Catharines & Toronto Electric 
Railway would operate its cars over the ferry company’s 
right-of-way under traffic arrangements. F, J. Weber, Buf- 
falo, N. Y., president. 

New York (N. Y.) Interborough Railway.—This com- 
pany plans to build 6 miles of new track during the year. 

Piedmont & Northern Railway, Charlotte, N. C—Track 


laying has been begun by this company on the Greenwood- 
Belton section of its line. 


North Carolina Public Service Company, Greensboro, 
N. C.—This company will build 1 mile of new track in IQI2. 
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Neuse-Trent Traction Company, Newbern, N. C.—Work 
will soon be begun by this company on its 4-mile line be- 
tween Newbern and Trenton. The company plans to use 
Edison storage battery cars. Norman T. Boggs, Newbern 
president. [E. R. J., Dec. 17, TOs] , 
; Tidewater Power Company, Wilmington, N. C.—About 3 
miles of donble track will be built by this company during 
the year. ‘ 

Lake Shore Electric Railway, Cleveland, Ohio.—This 
company has made arrangements to change the course of 
its line between Huron, Ohio, and Rye Beach in such a 
manner as to shorten the distance and cut the running 
time between Cleveland and Toledo about five minutes. 
The present line follows the shore of Lake Erie between 
Huron and Rye Beach. 


Springfield & Washington Railway, South Charleston, 
Ohio.—As soon as the weather permits this company will 
build an extension from South Charleston to Washington 
ES > a distance of 20 miles. More than $300,000 has been 
subscribed and as soon as the grading is completed appli- 
cation will be made to the Public Service Commission to 
issue an addition $250,000 in stock to extend the railway to 
Chillicothe. 

Oklahoma (Okla.) Railway—About 10 miles of new track 
will be built by this company during rorz2. 

Mt. Hood Railway & Power Company, Portland, Ore.— 
This company plans to build to miles of new track during 
1912. 

Southern Cambria Railway, Johnstown, Pa—This com- 
pany plans to build 10 miles of new track from Ebensburg 
to Carrolltown during 1912. 

Lancaster & Southern Street Railway, Lancaster, Pa.— 
This company plans to built 34 mile of track during 1012. 

West Penn Railways, Pittsburgh, Pa—It is reported that 
this company plans to build extensions to Washington, 
Waynesboro and other towns. 

Snow Shoe Electric & Street Railway, Snow Shoe, Pa.— 
This company advises that it will begin construction next 
summer on its 2-mile railway between Snow Shoe and 
Clarence. J. M. Shearer, Snow Shoe, president. [E. R. J., 
Dec. 16, ’11.] 

Philadelphia & Western Railway, Upper Darby, Pa.— 
During 1912 this company plans to construct 13 miles of 
new track. 

Chambersburg, Greencastle & Waynesboro Street Rail- 
way, Waynesboro, Pa—About 2 miles of track will be built 
by this company during 1912. 

Montreal & Southern Counties Railway, Montreal, Que.— 
This company plans to build 25 miles of new track during 
1912. 

Nashville Railway & Light Company, Nashville, Tenn.— 
This company plans to build an extension of its lines at 
once to the new amusement park at Buena Vista Springs, 
a short distance from Nashville. 

Paris (Tex.) Transit Company.—During the next month 
this company will award contracts to build several turn- 
outs and crossings in Paris. 

Salt Lake & Ogden Electric Railway, Salt Lake City, 
Utah.—Plans are being considered by this company to 
build an interurban line from Salt Lake to Nephi, taking in 
the principal towns of southern Salt Lake County, Utah 
County and Juab County. 

Bellows Falls & Saxton’s River Street Railway, Bellows 
Falls, Vt.—Plans are being considered by this company for 
the construction of several extensions of its lines. 


Highland Park & Lake Burien Railway, Seattle, Wash.— 
This company has finished the grading and is now laying 
the rails on its 10-mile electric railway from the junction 
of Spokane Avenue and Iowa Street, Seattle, and terminat- 
ing on the hill south ot Lake Burien, near Three Tree 
Point. Ultimately the company will extend the line to 
Des Moines, a distance of 5 miles W. H. Murphy, Seattle, 
president. [E. R. J. Jan. 6, ’12.] ; 

Milwaukee Western Electric Railway, Milwaukee, de ow 
Work is being done by this company grading a a ih f 
its 74-mile railway. The company expects to build the 
roadbed and begin construction within the year. 
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SHOPS AND BUILDINGS 


Pacific Electric Railway, Los Angeles, Cal—Work has 
been begun by this company enlarging its present waiting 
room in the building at Sixth Street and Main Street in 
Los Angeles. It is intended to spend $100,000 in making 
necessary changes. 

Oakland (Cal.) Traction Company.—All the offices of 
this company, which have been located at Twenty-second 
Street and San Pablo Avenue, will be located in the build- 
ing of the Realty Syndicate on Broadway, between Four- 
teenth and Vifteenth Streets, in Oakland. They will occupy 
the second, third and ninth floors. 

New Orleans Railway & Light Company, New Orleans, 
La--This company is making preliminary plans for the 
construction of new repair shops in New Orleans. 

Hattiesburg (Miss.) Traction Company.—Extensive im- 
provements are being planned by this company at its car- 
house. A large addition will be built, 85 ft. x 35 ft., and 
the capacity of the carhouse will be doubled. A paint shop 
and repair shop will also be built and the company will 
install all necessary machinery for overhauling its cars. 

Hudson & Manhattan Railroad, New York, N. Y.—This 
company has begun work on construction of a new addition 
to the Hudson Terminal Building, the structure to be 
located at 48 Dey Street and extending through to Fulton 
Street. The architects are Clinton & Russell, and the 
general contractor is Thomas J. Steen, New York. 

Syracuse (N. Y.) Rapid Transit Company.—This com- 
pany has awarded contracts to the Automatic Sprinkler 
Company of America for the installation of automatic 
sprinkler systems in the following buildings: Wolf Street 
carhouse and car yard, Wolf Street repair shops, Tallman 
Street carhouse and Cortland Street carhouse, all located 
in Syracuse. 

Utica & Mohawk Valley Railway, Utica, N. Y—On Feb. 
9 contracts were awarded by this company to the Auto- 
matic Sprinkler Company of America for the installation 
of automatic sprinkler systems in the following buildings: 
Main Street carhouse, express depot, Utica Park carhouse 
and repair shops, located in Utica, N. Y., and carhouse in 
Rome and carhouse in Mohawk. 

West Penn Railways, Pittsburgh, Pa——This company has 
purchased property in Uniontown for a terminal site. It is 
reported that a three-story terminal station will be erected, 
and that the present headquarters at Connellsville will be 
moved to Uniontown. 

Chattanooga, Rome & Atlanta Railway, Chattanooga, 
Tenn—It is reported that this company plans to build a 
new depot in Chattanooga. Charles Reif, president. 

Wheeling (W. Va.) Traction Company.—This company 
will soon build new repair shops and an addition to its 
office building in Wheeling. 


POWER HOUSES AND SUBSTATIONS 

East Shore & Suburban Railway, Richmond, Cal.—This 
company has purchased a 1,500-kw Westinghouse motor- 
generator set complete with switchboard, ete. 

Hattiesburg (Miss.) Traction Company.—lIt is reported 
that this company plans extensive improvements at its 
power house. 

Sand Springs Interurban Railway, Tulsa, Okla.—Work 
has been begun by this company on the construction of a 
new power plant and substation at Sand Springs. 

Eastern Texas Traction Company, Greenville, Tex.—This 
company plans to build its new power house and general 
offices at Greenville in the near future. J. B. Murphy, 
Greenville, general manager. [E. R. J., Feb. 17, ’12.] 

Spokane & Inland Empire Railroad, Spokane, Wash.— 
During the next few months this company will award con- 
tracts to build a new small frame substation at Vera. The 
company expects to purchase soon three 350-kw transform- 
ers and auxiliary equipment. 

Wheeling (W. Va.) Traction Company.—This company 
plans to build in the near future a new substation in 
Wheeling. 

Eastern Wisconsin Railway & Light Company, Fond du 
Lac, Wis.—During the next six months this company ex- 
pects to purchase a steam turbine and rotary converter. 
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ROLLING STOCK 

Elkins (W. Va.) Electric Railway expects to purchase 
two double-truck cars. 

Aroostook Valley Railroad, Presque Isle, Maine, expects 
to purchase two passenger Cars. 

Toronto & York Radial Railway, Toronto, Ont., expects 
to purchase five passenger cars and three express cars. 

Central California Traction Company, San Francisco, 
Cal., has placed an order with the American Car Company 
for two 27-M.C.B.-3 trucks. 

Winnipeg (Man.) Electric Railway is building thirty cars 
in its own shops. They will be equipped with Brill 27-GE-1 
trucks, GE-80 motors and General Electric air brakes. 

Des Moines (Ia.) City Railway has ordered ten 28-ft. 
to-in. closed motor car bodies mounted on Brill 62-E trucks 
from the American Car Company. 

Detroit (Mich.) United Railway has ordered fifty 31-ft. 
3-in. special pay-as-you-enter double-truck cars from the 
G. C. Kuhlman Car Company. 

Stockton, Terminal & Eastern Railway, Stockton, Cal., 
has ordered one 41-ft. gasoline motor car mounted on Hol- 
man standard trucks from W. L. Holman Company. 

Oakland, Antioch & Eastern Railway, Oakland, Cal., 
ordered last month from W. L. Holman Company four 
56-ft. combination three-compartment coaches, mounted on 
Baldwin trucks. 

Grand Junction & Grand River Valley Railway, Grand 
Junction, Col., noted in the Erecrric Rattway JourNaL of 
Feb. 10, 1912, as considering the purchase of several cars, 
has purchased three semi-steel, double-truck, single-end 
pay-as-you-enter cars from the Southern Car Company. 


TRADE NOTES 


Crane Company, Chicago, Il., has leased the northeast 
corner of Michigan Boulevard and Eldredge Place, 4o ft x 
160 ft., on which it will build a new office building of eight 
or ten stories. 

Coleman B. Ross, formerly with the Linde Air Products 
Company, Buffalo, N. Y., has become connected with the 
Independent Pneumatic Tool Company, Chicago, with office 
in Pittsburgh, Pa. 

American Conduit Manufacturing Company, Pittsburgh, 
Pa., has received the contract for the conduit for wiring the 
500 near-side cars which The J. G. Brill Company is build- 
ing for the Philadelphia Rapid Transit Company. 

Wheeler Condenser & Engineering Company, Carteret, 
N. J., has moved its Cincinnati office from 111 Ingalls Build- 
ing to offices in the Mercantile Library Building of the same 
city. The new office will be in charge of Richard L. Stro- 
bridge, who was formerly connected with the Boston office 
of the company. 

Hambleton & Company, Baltimore, Md., are offering, 
subject to prior sale, T. H. Symington Company first mort- 
gage convertible sinking-fund gold 6’s, due July 1, 1020, 
interest January and July, at too and interest, netting 6 per 
cent. These bonds are an absolute first and closed mort- 
gage on all the properties, plants, patents, rights and fran- 
chises of the company. 

H. T. Brown, formerly with the Nashville office of the 
General Electric Company, has opened an office at 700 
Broadway as consulting mechanical and electrical engineer. 
Mr. Brown, before going with the General Electric Com- 
pany in its Nashville office, was with Stone & Webster, 
Boston, and prior to his connection with that firm was 
with the Williams-Middendorf Syndicate. Mr. Brown has 
had over eighteen years’ practical experience with both 
manufacturing and operating companies and expects to give 
his clients the advantage of this experience. 


George W. Lord Company, Philadelphia, Pa., has received 
a contract for 1912 from the United States government for 
marine boiler compound, amounting to 125,000 lb. This 
company has recently increased its organization and now 
has not only better facilities for manufacturing and selling 
water-purifying chemicals, but it has also invaded the filter 
field with an apparatus which was described in the issue of 
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this paper for Feb. 13. This puts the company in position 
to supply the needs of its patrons with whatever system is 
best adapted to the conditions existing in their individual 


plants. 

Western Electric Company, New York, reports its Janu- 
ary sales about 9 per cent behind those of January, IQTl, 
sales being goods billed out, but that new business for the 
month was $500,000 in excess of the goods billed. January 
of last year started at a rate that indicated about $71,000,000 
for the year, so that the comparison of the two months is 
not so unfavorable to last month as indicated. January’s 
total is at the rate of about $67,000,000 for the year, or 
approximately the same as 1911, whose total was $66,300,- 
ooo. The falling off was general, the eastern and central 
sections showing about a 9 per cent decrease, while the 
southern and western sections did a little better than that. 
Foreign business shared in the decrease, but not to the 
extent of domestic business. 

H. W. Johns-Manville Company, New York, N. Y., held 
the annual convention of managers and salesmen of its 
electrical department during the week of Feb. 5-10 in the 
new Manville Building, New York, and at Hartford, Conn. 
Over 100 representatives were in attendance. At the meet- 
ings in New York electrical subjects were discussed. On 
Feb. 7 two special cars conveyed the delegates to Hart- 
ford, Conn., where the factory of the allied Johns-Pratt 
Company is located. At the factory session on Feb. 8 
fuses and fuse boxes were discussed. In the evening tests 
of high-tension fuses and boxes were made at the factory 
laboratory. On Feb. to the visitors inspected the factory 
and also the substations of the Hartford Electric Light 
Company. A banquet, which was held on Saturday evening 
at the Hartford Club, concluded the convention. 


H. M. Byllesby & Company, Chicago, Ill., have ordered 
ten pulmotors for installation at ten of the important 
3yllesby properties, deiivery to be made as soon as pos- 
sible. The pulmotor is a machine manufactured by the 
Draeger Oxygen Apparatus Company, Pittsburgh, Pa., to 
aid in the resuscitation of persons overcome by asphyxia- 
tion, electric shock or poisoning—in all cases where respira- 
tion has been suspended or restricted. The properties se- 
lected for the initial installation are those at Pueblo, Col.: 
St. Paul, Minn.; Fort Smith, Ark.; Mobile, Ala.; Muskogee, 
Okla.; Oklahoma City, Okla.; Eugene, Ore.; San Diego, 
Cal.; Stockton, Cal., and Tacoma, Wash. The Common- 
wealth Edison Company, of Chicago, has tried out two of 
these machines during the past .three months and has 
demonstrated their value in saving lives, particularly in 
cases where physicians have given the patient up for lost. 
If the experience with these machines is satisfactory, pul- 
motors will be installed at every Byllesby property in a 
short time. 


ADVERTISING LITERATURE 


National Tube Company, Pittsburgh, Pa., has just issued 
its bulletin for January, 1912, containing a discussion of the 
corrosion of boiler tubes. 


Uehling Recording Instrument Company, Passaic, N. J.. 


~has issued Bulletin No. 102, which describes and illustrates 


the company’s various types of recorders and the standard 
charts for use in connection with these instruments. 
General Electric Company, Schenectady, N. Y., has issued 
Bulletin No, 4920 describing its GE-203A railway motor 
which is of the box frame, commutating pole type, rated at 
50 hp on 600 volts and 40 hp on 500 volts. Bulletin No. 
4918 illustrates and describes panels designed for general 
use in central stations. The list of panels contains both 
generator and feeder types and the panels are made for 125 
225 and 600 volts. Bulletin No. 4887 illustrates and describes 
the company’s turbo-generator sets in capacities of from 
5 kw to 300 kw. All of these sets are of the horizontal type 
and can be arranged to operate either condensing or non- 
condensing and at any steam pressure above 8o lb. for the 
smaller sizes and roo Ib. for the larger. Bulletin No. 4024 
describes the company’s Thomson prepayment watt-hour 
meters for direct-current and alternating-current types CP-4 
and IP-4. Bulletin No. 4910 is devoted to a description of 
panels which are designed for the control of three-wire gen- 
erators. The panels are arranged for 125 volts and 250 volts 
and in capacities of from 25 kw. to 100 kw. ; 


